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Taking the Fun Out of Exports! 


THE Prime Minister’s exhortation to British manufacturers 
to increase their efforts in the export market, although well 
justified by the trend of events, was certainly unhappy in its 
suggestion that exporting, as well as being profitable, can be 
fun. Successful export trade, as any manufacturer deeply 
caged in this form of business could have told him, has little 
ement of humour in it. Overseas sales aré the result of 
ry hard work, careful planning, considerable expenditure 
ooth money and time, and bringing to the job energy and 
erience of a kind often not required for more remunerative 
»me sales. The Prime Minister’s appeal has brought a 
id of letters to the Press, as well as editorial comment, 

st of which has stressed bluntly the fact that some of the 
cipal obstacles in the way of an increase in the endeavours 

) secure export business have roots not far from Downing 
t-cet. The present system of taxation, for example, goes a 
g way to destroy incentive to make the personal and financial 
forts which are required, because of the very small rewards 
‘ich will be retained by both the individual and the company 
aging whole-heartedly in the pursuit of export trade. The 
bility to compete with some other industrial countries in 
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the extent and length of credit facilities is another disadvantage. 
To undertakings other than the very largest and most prosper- 
ous units, these are very potent factors. Moreover, endeavours 
by the Government to reduce home consumption in the hope 
that surplus products will find their way overseas is an extra- 
ordinarily short-sighted and negative approach to the problem. 
There is need for far closer thinking and a greater readiness 
by the administration to make this section of trade attractive. 
There are indications that the Board of Trade, at least, is 
aware of the complexity of the difficulty which faces not only 
the Government, but also great numbers of individual traders, 
who in the aggregate must supply the need which the Prime 
Minister puts before British industry. Much more than 
exhortation and thinly-veiled threat is required to achieve 
the economic aims of the Government. Advice should be 
sought from practical men already engaged in this business. 
Having secured that advice, bold steps should be taken to 
provide the necessary inducements to the individual and to 
industry. Most certainly the matter should not be left to the 
usual maelstrom of committees to which so often matters of 
this kind are consigned, or to the nervous and impractical 
hands of civil servants whose vision is often beclouded by the 
Treasury. A great deal must be left, not only to individual 
companies, but to the actual persons engaged on the project; 
both of these must feel that the expenditure of their resources 
and energies is well worth while. 


Mr. P. J. Hannaberry 


MAY railwaymen will regret the resignation of P. J. 
Hannaberry from his position as Commissioner of the 
Commonwealth Government Railways of Australia. His 
insistence on diesel traction, his discriminating choice of loco- 
motives and rolling stock, and his progressive direction trans- 
formed not only the Trans-Australian, but also the Central 
Australia and North Australia Railways and the Leigh Creek 
line, into integrated and profitable concerns. The wisdom of his 
methods is demonstrated by a comparison of the returns for 
1947-48, when a loss of £764,949 was shown, and those for 
1958-59, when there were net receipts of £1,249,088. The 
introduction of diesel-electric and diesel-hydraulic loco- 
motives, the encouragement to the Australian diesel industry, 
and the effect which these measures have had on Australian 
commerce, are Mr. Hannaberry’s great achievements. But he 
has another claim to the attention of railwaymen: he has in 
recent years forcibly shown the harm that can be wrought by 
the over-capitalisation of railway systems, an evil which he 
believes must be eradicated before efficiency can be achieved. 


Unfilled Jobs 


QGHORTAGE of staff, experienced sporadically by British 
Railways, is growing throughout the country. Statistics 
issued by the Ministry of Labour last week show that there 
were 379,000 vacancies on exchange registers on July 6, 
nearly 19,000 more than in June, and the largest total since the 
397,000 in July, 1956. The total number of workless was 
291,919, a decrease of 13,208 on the previous month, and the 
smallest figure since October, 1957, when 275,000 were un- 
employed. The percentage of the working population un- 
employed was 1-3, compared with 1-4 in June. The largest 
increases in unfilled vacancies occurred in the North West, 
London and the South East, and in the East and West Ridings 
of Yorkshire. The Midlands, where labour is in shortest 
supply and the shortage on British Railways is marked, 
had 2,556 more empty jobs on its registers than in June. 


Linking Pakistan with the West 


ONSTRUCTION through Persia of a west-to-east trunk 
line which eventually will link Turkey with Pakistan, is 
reported to be making good progress, at least in the west of 
Persia; through running on the 4-ft. 8}-in. gauge will be 
possible in the not distant future between the Bosphorus, 
Ankara, and Teheran. In the east, a standard-gauge branch of 
the Trans-Iranian Railway is being built to the terminus at 
Zahidan of the 5-ft. 6-in. gauge extension of the North Western 
Railway of Pakistan. The westernmost section of the latter, 
from near Mirjawa to Zahidan, is in Persian territory, and is to 
be transferred shortly to the Persian State Railways under 
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arrangements made by a delegation headed by Mr. N. A. 
Qureishy, General Manager of the N.W.R. How far the break- 
of-gauge problem will be overcome when the line from the 
west reaches Zahidan remains to be seen. A direct, standard- 
gauge railway has been proposed from Karachi to the Persian 
frontier, but it is hard to see how traffic could justify this. 


C.I.M.A.C. 1959 Conference Report 


TH official report of the International Combustion Engine 

Congress (C.I.M.A.C.), held at Wiesbaden in 1959, will 
be published, it is hoped, by the end of this year. It will 
contain all the speeches and lectures of the inaugural meeting 
and of the closing session, a list of participants and of members 
of committees, and all papers with illustrations in the language 
of the author or speaker. This publication, and also individual 
papers with illustrations and summaries in three languages, will 
be obtainable from Maschinenbau-Verlag G.m.b.H., Frankfurt/ 
Main, Barckhausstr. 16. The importance of these publications 
can hardly be overstressed as they will contain information and 
discussions on all the latest developments in gas-turbine and 
diesel traction. 


Overseas Railway Traffics 


FARNINGS of the West of India Portuguese Guaranteed 
Railway Co. Ltd. from the beginning of the current financial 
year have shown a steady improvement compared with the 
figures for 1959. For the first three months of the financial 
year, April-June, coaching traffic showed an increase of 
Contos 36 compared with the corresponding period of 1959, 
while the increase from goods traffic amounted to Contos 
1,855. Paraguay Central Railway receipts for the year ended 
June 30, 1960, amounted to G91,463,253 compared. with 
G94,890,106 in 1958-59, a decrease of G3,463,253. The net 
operating receipts of the Benguela Railway Company amounted 
to Esc. 123,328,000 for the first six months of 1960, an increase 
of some Esc. 45,000,000 on the Esc. 78,249,000 for the first half 
of 1959. Traffic receipts rose from Esc. 196,289,000 to Esc. 
264,233,000, and working expenses in Africa were Esc. 
140,905,000 (Esc. 118,040,000). Figures received from the 
Midland Railway Co. of Western Australia Ltd. show that 
estimated road and railway receipts for April 1960 amounted 
to £A83,656 (£A85,703). 


New Traffic Offices at Middlesbrough 


F‘ YRMALLY opened on July 22 by Sir Ellis Hunter, Chair- 

man & Managing Director of Dorman Long & Co. Ltd., 
the contractor responsible for the structural steel framework, 
Zetland House combines all the North Eastern Region’s 
traffic activities under ‘one roof. Speaking at the opening 
ceremony, Mr. T. H. Summerson, Chairman of the North 
Eastern Area Board, referred to the new feeling abroad that 
there should be greater regional autonomy and decentralisation 
of authority and function throughout the railway organisation. 
The new offices were a symbol and an earnest of the Region’s 
full recognition and acceptance of that principle: Mr. K. A. 
Kindon, Tees-side Traffic Manager, now possessed a very 
high degree of autonomy within the Region and authority 
both to quote rates and to organise transits. Zetland House 
formed a significant part of regional traffic modernisation, a 
process which would be integrated when the two new marshal- 
ling yards were completed at Newport. Already, more than 
50 per cent of freight carried by the Region reached its destina- 
tion the day after despatch: it was hoped to increase this 
percentage to 100. 


Rise in International Perishable Traffic 


[NTERFRIGO, the international railway-owned company 
which specialises in refrigerated transport of perishable 
foodstuffs, increased its traffic by over 32 per cent in the first 
five months of this year compared with the same period of 1959. 
Traffic has grown steadily since the company was formed in 
1949. Last year it carried 84,000 wagon-loads of refrigerated 
and insulated produce, four times as much as in 1951. Of 
this 4,700 wagon-loads passed between the Continent and 
Great Britain via the British Railways Dover-Dunkirk and 
Harwich-Zeebrugge train ferries. Interfrigo is now the biggest 
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international carrier of perishables in Europe. Its memb rs, 
12 railway administrations in Western Europe, include Bri ish 
Railways. Although the capital of the company is ¢ aly 
6,300,000 Belgian francs, the value of fixed assets at the en: of 
1959 was 450,000,000 Belgian francs, to be 650,000,000 by the 
end of 1960. Interfrigo operates partly with its own rol ing 
stock, and partly with wagons hired from member admi.is- 
trations or their subsidiaries. The first 525 Interfrigo wagons 
came into service in 1951-52. A further 383 were built in 1°57- 
58, and 300 more wagons are now being constructed and 500 
bought. By the end of 1960 the total stock owned will exceed 
1,700 wagons. 


Confidence in Future of Interfrigo 


‘THE financial policy of Interfrigo has always been to create 

increasing support for its members and not to make large 
profits. Accordingly it has amortised its rolling stock to the 
largest possible extent, and the reserve thus created will enable 
it to cover without difficulty the cost of major overhaul of the 
wagons which will shortly fall due. The company has great 
faith in the continued development of international perishable 
traffic by rail. Production of fruit and vegetables is increasing 
in all producer countries; the demand in consumer countries 
is increasing as a result of improved standards of living; and 
new markets are being opened as a result of the better technical 
transport facilities available. This means a greater demand for 
transport with refrigeration. In Italy, for example, it is expected 
that exports in 1964 will be 50 per cent more than in 1954. 
Interfrigo is increasing its rolling stock because of its confidence 
in the continued expansion of business. The annual report 
of Interfrigo for 1959, marking the 10th anniversary of the 
company, was presented recently to the annual general meeting 
in Brussels of the participating railway administrations. 


New Wagons in Western Australia 


HE growing use of containers for inter-State and local 

traffic and increased transport of perishables has resulted 
in construction of new wagons in the Midland Junction Work- 
shops of the Western Australian Government Railways. Flat 
wagons for containers have been built with 23-in. thick jarrah 
decks in which lashing rings have been set flush. Their all-steel 
underframes originally were destined for sheep vans; but to 
provide faster transits for livestock, the bodies of the latter 
were mounted on bogie underframes to permit running at 
passenger speeds. All-steel ice-cooled vans each weigh 22 
tons 8 cwt., with a capacity of 31 tons 12 cwt. There are two 
separate compartments each of 750 cu. ft. capacity. Cooling 
is by ice in two independent compartments placed back-to-back 
in the centre of the van. Milk, meat and other perishable 
items are conveyed in these vehicles, 13 of which are now in 
service, mostly in passenger trains. 


Holiday Course on Railway History 


THE railway history of North East England is the subject 

of a vacation seminar for history students which opened 
at York last Saturday. The course is one of three at York 
organised by Hull University Department of Adult Education 
in conjunction with the Lincolnshire and East Yorkshire 


Local History Societies. It is the first such course > be 
arranged at York. The British Transport Commissior has 
placed at students’ disposal the archives, consisting of over 
7,000 books and files of documents kept by its Historical 
Records Department at York. This collection was first fc med 
in 1955 and is one of three such collections in Britair ; the 
other two are in London and Edinburgh. The Headqu :rters 
Offices of the North Eastern Region, British Railways, in vhich 
the collection is housed, originally belonged to the ‘Vorth 
Eastern Railway Company. That company’s records fi rmed 
the basis of the present collection. To it has been added s milar 
records of other former railway companies that have been 
collected from storerooms at Darlington, Leeds, and New- 
castle. These range from personal letters and hand-y “itten 
minute books and notebooks kept by secretaries and g: 1¢ 

managers to Acts of Parliament, election posters, and vork- 
men’s petitions. There is a complete set of Bradshaw cating 
from the first issue in 1839. A selection was display °d to 
students on Saturday, and after an introductory lecture by 
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Mr. E. H. Fowkes, Keeper of Records. Each student chose 
an historical subject for study during the week. 


Diamond Jubilee of the Twopenny Tube 


Tt! newly completed 53-mile Central London Railway 

opened the gates of its stations to the public for the first 
time on July 30, 1900. On that day, 84,500 passengers sampled 
‘his latest London attraction, with its flat fare of 2d. for any 
journey. Running from Shepherds Bush to the Bank it 
served some of the busiest parts of London and the “ Two- 
penny Tube” gained immediate popularity. The 5#-mile 
line has now become the Central Line of London Transport, 
514 miles long with 52 stations, and carrying 400,000 passengers 
a day. The L.T.E. is celebrating the diamond jubilee with a 
special exhibition at Charing Cross Underground Station, open 
from August 9 to September 7. The occasion is also marked 
by the introduction last Monday of the first of the new eight-car 
aluminium trains of 1959 tube stock. These trains, with their 
15 per cent extra capacity, will be coming into use at the rate 
of two or three a month and will eventually replace all the 
older eight-car trains now running on the Central Line. 


High-Tension Tap Changing in A.C. Locomotives 


ALTHOUGH basically similar to the 25 a.c. locomotives being 

supplied by A.E.I. (Rugby) Limited, a number of differences 
in equipment and layout have been incorporated in a further 
batch of 10 locomotives being supplied by A.E.I. (Manchester) 
Limited. The mechanical parts are being built and the loco- 
motives assembled by Beyer Peacock & Co. Ltd. One of the 
main differences on the electrical equipment is the use of 
h.t. tap changing of the main transformer voltage which has 
the advantage that relatively small currents have to be handled 
by the tap changer circuit. These locomotives are the first 
to be fitted with the recently developed A.E.I. air-blast circuit 
breaker for 25-kV. operation. This breaker has a very high 
capacity for the duty required. The bogies fitted incorporate 
a development of the original Metrovick swing link body 
suspension, using rubber bushed pivots on all linkage for 
reduced maintenance. Extensive use has been made of 
aluminium and glass fibre mouldings to achieve minimum 
weight in the body structure and equipment. 


General Motors Diesels for Ireland 


HE U.S.A. is the source of 15 diesel-electric locomotives of 
875-950 h.p. ordered by Coras Iompair Eireann for mixed- 
traffic duties. The order for “‘GL-8” type locomotives 
placed with General Motors Overseas Operations represents 
an investment of some $2,000,000 (about £715,000). Con- 
struction will be at the Electro-Motive Division plant of General 
Motors at La Grange, Illinois, and delivery is due next Dec- 
ember and early next year. Since C.I.E. began introduction 
’ diesel traction in 1947, it has acquired 138 locomotives, 
‘ which 26 were built in Ireland with imported components, 
and 109 imported from Britain and three from Germany. The 
eneral Motors machines presumably will work on secondary 
d branch lines. Working by locomotives of both passenger 
d goods trains affords good locomotive user, but apart from 
2 very few main lines of C.L.E. it is difficult to see how pay- 
ids for locomotive-hauled passenger trains, as opposed to 
lcars, can be forthcoming unless, perhaps, it is intended to 
rn mixed trains on necessarily slow schedules. 


ock for Melbourne-Sydney Through Expresses 


t MMINENCE of through running on the 4-ft. 84-in. 
gauge between Melbourne and Sydney on completion of 
standard-gauge link between Melbourne and the State 

rder is shown by the ordering of passenger stock. The 
ctorian and New South Wales Government Railways have 
ntly ordered coaches for air-conditioned night expresses 
tween the capitals. These are to be built by the Common- 
alth Engineering Co. Ltd., at its Granville Works in New 

- ‘uth Wales. The contract was advertised throughout the 

‘ orld and competed for by Australian and overseas firms. 

‘ smmonwealth Engineering already is constructing sleeping 

‘s for the Sydney-Brisbane standard-gauge service, and the 
elbourne-Sydney trains will be similar. Each 14-coach 
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set will consist of ‘‘ roomette ’ and “ twinette ” sleeping cars, 
a restaurant car, a club car, a brake van, and a power car. 
Some details are given elsewhere in this issue. The trains will be 
diesel hauled. The Minister of Transport in Victoria, Sir 
Arthur Warner, has stated that the new trains will offer the 
same standard of comfort as does the “‘ Overland” of the 
Victorian and South Australian Railways between Melbourne 
and Adelaide. 


A Chaotic Situation 


Two paramount points emerge from the findings, sum- 

marised elsewhere in this issue, of the Select Committee 
on Nationalised Industries. These are that the level of British 
railway passenger fares is hopelessly uneconomic, and that at 
least 50 per cent of the situation in which the British Transport 
Commission finds itself today results from the insufficiently- 
informed and dictatorial supervision of the Ministry of Trans- 
port. The effect of the second point can be summed up in an 
actual phrase from the report: ‘‘ Sharp, sudden cuts can be 
imposed on the Commission’s capital plans whenever Govern- 
ment policy so requires . . . one major scheme. . . cut back 
(caused) the loss of the direct penalties paid to the contractors, 
a slowing down of work in (the Commission’s) own shops 
in order to avoid paying compensation in other jobs, and the 
wasting of a considerable amount of planning work that had 
been done; the total cost of this action was impossible to 
identify, but it might have been considerable.” 

The phrase ‘“ whenever Government policy so requires” 
carries the implicit meaning not only that Ministerial direction 
is exercise only partly in the direct interest of the Commission, 
but that even this part interest is waived according to political 
convenience. A particularly alarming aspect of this power of 
veto is the admission, repeated several times in the report, 
that the Ministry is unable to check technical aspects of plans 
submitted for it is not technically equipped to do so. It is quite 
fantastic that the basic and therefore vital British industry 
can be controlled by political whim unbacked by specialist 
or even general technical knowledge. Again, to quote the 
report, the Ministry can “‘ only ask intelligent question on the 
basis of the financial information given to them by the Com- 
mission themselves and, if necessary, query the conclusions 
which the Commission have drawn from that information.” 
As the report also makes it clear that the present system of rail- 
way accounting, though considered “ towards perfection ”’ by 
the Commmission, in fact provides estimates about as reliable 
as those producible by a computer fed with Roman numerals, 
the situation would seem to be one in which a certain type of 
question gets a certain type of answer. 

The problem of Government intervention is closely tied up 
with that of uneconomic railway passenger fares. Again 
according to the report, there were two occasions on which the 
Minister formally intervened in the Commission’s intentions 
to charge higher fares and rates. One was in 1952, when the 
Minister vetoed an increase which had been authorised by the 
Transport Tribunal, the other was in 1956, when, after con- 
sultation with the Tribunal, he authorised an increase of half the 
amount which had been applied for. The first intervention 
cost the Commission £6} million; the second, £8.4 million. 
Both these estimates were ministerial: the Commission 
believes that the second loss was much higher. 

It appears that the Ministry is not entirely to blame for the 
Commission’s failure to keep its passenger fares at economic 
levels—the report writes on its “‘ extreme sensitivity to public 
opinion ” and of its belief that “‘ a rise in fares drives people 
away from the railways, even though the new fares may be still 
lower than the cost of alternative forms of transport.” If this 
is true, it must represent an exception in the operation of the 
commodity and services markets which is possibly unique. 
On every hand, increases are occurring in the prices of every 
type of marketable substance, and there are no indications that 
sales fall as a result—though this does happen when the 
increased cost is accompanied by a deterioration in, or some- 
times a failure to improve on, standards. There is even an 
inherent “snob” value in the more expensive product or 
service. This is proved by the fact that, though frequently 
condemned as inordinately expensive, British Transport hotels 
are well used and last year declared a handsome profit. The 
new Pullman trains on the London Midland Region of British 
Railways certainly do not offer their services at excursion 
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rates: yet the current position on them is that bookings are high 
on those trains which operate at convenient times for their users. 

A very interesting undercurrent flowing through the entire 
report is the committee’s observation that the British Railways 
Division of the Commission exists as an idea rather than an 
entity, having no separate board of management of its own. 
In its conclusions, the report states: ‘* It cannot have helped to 
achieve efficiency in the higher direction of British Railways 
that there should have been no one authority whose only duty 
in the field of transport was to ensure an efficient system of 
railways.” Our comment on this extract can be expressed in 
the exact words contained in the subsequent paragraph of the 
committee’s report: “* British Railways are, to an important 
degree, a single integrated system. Within that system, as a 
matter of management, decentralisation of responsibility for 
operational management is essential; but, because of the 
various factors mentioned in . . . this report, some measure 
of central co-ordination is needed.” It is to be hoped, from 
the viewpoint of the nation and therefore from that of each 
one of us, that such central co-ordination is achieved. 


Central Buffer-couplers in India 


(CONSIDERATION of the desirability of using some form 

of central buffer-coupler for 5-ft. 6-in. gauge wagon 
stock has been in the minds of Indian railway administrations 
for over half a century. In 1906 the American knuckle type 
was actually under test on the Great Indian Peninsula Railway, 
but the great cost of conversion from the existing standard 
screw coupling and side buffers and the difficulties of the 
transition stage ruled out its adoption. A more widespread 
demand in 1919 for some such coupler as the knuckle resulted in 
a deputation being sent to the United States to study and report 
on the subject. As a result of this report a special technical 
committee recommended the standardisation of a central 
coupler at an estimated cost of about £3,470,000, equivalent 
to nearer £10,000,000 today. The consulting engineers did 
not agree to the conversion and recommended the strengthening 
of the screw coupling instead. 

In the middle 20s trials were carried out with both the Willi- 
son and knuckle types of coupler and various transition 
arrangements. They were continued for many years and were 
discontinued only in 1933 when it was clear that there would be 
no very great increase in traffics because of the world slump. 
Twice subsequently also recommendations were turned down 
on grounds of cost, but in 1955 the new era of vast steel plants 
then in prospect brought matters to a head. It was considered 
that even when strengthened the screw coupling would stand 
up to train-loads of only about 2,000 tons on 1 in 100 gradients, 
whereas trains of the new 90-tons-gross ore wagons were 
expected to weigh two or three times that tonnage. . It was 
therefore decided to incérporate the knuckle coupler in their 
design, not necessarily leading to its general standardisation, 
and without prejudice to future trials of different types. 

In fact these trials are continuing, about 20 types or modi- 
fications in three main classes being considered, namely the 
open claw, the tight-lock claw and the rigid coupler. Before 
final choice can be made exhaustive tests of these three classes 
must be concluded. Indian conditions require wagons to 
couple freely on curves of 573 ft. rad., necessitating a gathering 
range of about 8 in. on each side of the buffer-coupler centre 
line, assuming that wheelbase is about 60 per cent of length 
over headstocks, as considered necessary for high-speed 
running. The minimum vertical gathering range would be 
about 7 in. The evils of slack between couplers are fully 
appreciated as resulting in both the excessive forces exerted 
and increased wear and chances of failure. Engagement should 
be easily effected at any speed between 3 and 12 m.p.h. 

The knuckle coupler is considered to have so limited a 
lateral gathering range as to make a small wagon-overhang 
necessary and, therefore longer and of necessity a stronger 
underframe in its length over the wheel base or between bogie 
centres. As there is no vertical interlocking between coupler- 
faces of this type it is thought that there is a chance of train- 
partings due to “ jumping.” Other disadvantages of the knuckle 
coupler are a short swivel-length and ihe amount of slack between 
faces. On the other hand, though the Willison is basically of 
similar design to the knuckle coupler, the claws are fixed and 
locking is performed by gravity action of corresponding locking 
pieces falling into position after the claws are engaged. It also 
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has less slack and greater gathering range and is lighter. 

The group of types in the tight-lock class have been designed 
to reduce the inherent slack in the knuckle type, but some o* 
them require costly machining to obtain this result. The 
rigid-class couplers are all suitable only for passenger and othe 
low-capacity use except the Scharfenberg type. Its lateral and 
vertical gathering ranges are ample and, being rigid, it has no 
slack. Moreover its operation is fully automatic including the 
coupling of air, vacuum, and electrical connections. 

These are some of the characteristics, conditions and prob- 
lems which, according to Mr. Anup Singh writing in “ Indian 
Railways Annual,” 1960, are being considered in connection 
with practical trials by the special Coupler Committee appointed 
by the Railway Board. 


State Railway of Thailand 


WE have recently received a copy of the Annual Report of 

the State Railway of Thailand for the year 1956. Total 
revenue, including higher passenger and freight income, 
increased for that year, and after deducting working expenses 
there was a net surplus of baht 111,313,206, a rise of baht 
8,205,397 on 1955. (The present rate of exchange is reported 
as 58 baht to the £.) 

Gross revenue improved 7} per cent to baht 486,241,570, 
compared with baht 451,668,498, while total expenses went up 
8.65 per cent to baht 377,117,564 (baht 347,094,659). The 
higher expenses were attributable to the inauguration of traffic 
on two new lines covering a distance of 93 kms, which led to 
bigger operational and maintenance costs. There was a larger 
tonnage of wagon load and package traffic due to the better 
general condition of trade in 1956. 

During the year 854 wagons with automatic couplers were 
ordered (including 500 covered goods wagons and 100 bogie 
flat wagons) of which 610 were received and put into service, 
enabling the introduction of daily special goods services and 
offering prompt services to shippers as well as adding to freight 
revenue. An additional 170 passenger coaches were ordered 
but none were received during the year. 

As in 1955, the work programme was again limited because 
of lack of funds. At the end of the year there were 297 steam 
locomotives and 54 diesel locomotives in service, and 581 
passenger carriages and 5,825 goods stock in traffic, in each case 
apart from those under or awaiting repair. 

The route length open for traffic at the end of 1956 was 
3,471 km. There were 19 new lines under project and one 
changed route of one former project. One important scheme 
calls for the installation of a heavy goods yard and freight 
Offices to replace the one now operating at Hualumphong 
Station, which is found to be inadequate to cope with the ever 
increasing volume of freight handled through Bangkok. The 
Kaeng Koi-Chaibadan line, the first section of the important 
Kaeng Koi-Buayai cut-off project (total length 272 kms.), now 
under construction, was opened during the year. 


Presenting Information to the Staff 


he importance of a comprehensive internal intellige:ice 
system to ensure that all members of an organisation «re 
acquainted with its aims and the progress made in achieving 
them, is stressed by Mr. E. Merrill, Chief Public Relations Offi: er, 
British Transport Commission in an article, “* Keeping the § aff 
Informed,” in the current issue of the British Transport Rev.ew. 
He emphasises also the significance of the part to be played by 
human contacts, within such an organisation. The indivic al 
working in a large and complex undertaking such as Br ish 
Railways, he points out, tends to suffer from a sense of insig’ ifi- 
cance. He becomes discouraged and apathetic. The «nly 
way to combat this evil is to keep employeees at all levels ‘lly 
informed, to put each man and woman “ in the picture.” 

This demands a three-way pattern of internal relations 
from management to employees, from employees to mari: ze- 
ment, and sideways among everyone throughout the or<an- 
isation. Much can be achieved by visual and aural aids such 
as posters, cartoons, films, closed-circuit television, and, “t 4 
national level, sound and vision broadcasts and good press 
relations. Information must be so presented that it is easily 
comprehended. Statistics must be broken down so thai the 
individual may readily assimilate them by relating them to his 
own experience. There is nothing so discouraging to work- 
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people as an indigestible mass of information that seems to 
iave no relation to personal matters of living. Moreover, 
vents, facts, and figures of wide general interest, however 
vell presented, do not satisfy the more local and personal 
curiosity that is such an integral and important characteristic 
of human nature. 

Such information, Mr. Merrill states, cannot be provided 
satisfactorily by even the most parochial publications and 
information services. It demands human contact. The days 
of the small employer who could personally satisfy his em- 
ployees’ desire for information about the details of his work, 
the reasons for this or that measure, the decisions and the 
changes, the improvements and the set-backs, have gone. 
The intimacy of the relationship, which was of such benefit 
in the past, must be restored. The local difficulties of shift 
work, geographical dispersal, and other besetting obstacles to 
good personal relations, must be overcome if morale, so 
necessary to efficient operations, is to be kept high. 

He considers that, at the moment, the trades unions are better 
at this work than is the management, and they maintain a 
far more intimate contact with their members than does the 
management with its employees. Machines are useless with- 
out men. Mr. Merrill considers that the management tends 
to be pre-occupied with technological progress and machinery, 
and insufficiently attentive to the psychological needs of the 
operators. This attitude of mind must change, and human 
<cntact must be established if efficiency is not to suffer. 


Diesel Services in West Cumberland 


AN unusual feature of the diesel railcar scheme operated in 

West Cumberland since February, 1955 by British 
Railways, London Midland Region, and described elsewhere 
in this issue, is the wide variation in character between the 
three sections over which passenger services are operated 
using one type of twin-car set. Conditions vary from the long 
straight-and-level sections of single-line track on the Silloth 
branch from Carlisle which are reached only after negotiating 
a series of small-radius curves, to the very steep gradients of 
the Cockermouth, Keswick, and Penrith section much of which 
is also single track. 

Between the two extremes there is the Maryport & Carlisle 
section in which restricted clearances impose the need for 
special construction of all rolling stock used throughout 
the district and reduced speeds in stations. This section 
carries by far the greatest volume of traffic especially in the 
southern extremity, of London & North Western Railway 
ownership before the 1922 grouping, which continues along 
the coast from Maryport to serve a busy industrial area with 
collieries and iron and steel works and the docks of Work- 
ington and Whitehaven. 

West Cumberland was the first district in which experience 
vas gained of diesel railcar operation in the London Midland 
egion. The lightweight aluminium rolling stock was de- 

ned and built in the Region at Derby works and is similar 
T 


‘orth Eastern Region for the Leeds—Bradford service; that 
ck was put into commission only some six months earlier 
in the West Cumberland units and it was the first of its 
nd on British Railways, which indicates how very limited 
mst have been the available first-hand knowledge of diesel 
Taicar operation and maintenance on which to draw in 1955. 
A though the improvised methods of fuelling and maintenance 
essary at first have given way to modern equipment and 
iniques the full economic advantages of diesel traction can- 
be gained while fixed plant and other facilities must be 
ined, as at present at Carlisle and Workington, for handling 
Mm motive power additionally for a small proportion of the 
senger services and for goods trains. Nevertheless the 
itly increased attractiveness of the new diesel services has 
lted in a rapid upward trend in the annual receipts and 
iber of tickets sold since 1954. 
‘robably the most significant point is the increase by about 
er cent in the annual train miles run on passenger services 
le annual gross ton-miles run with the lightweight sets do 
greatly exceed the total with steam-hauled stock previously. 
‘other advantage gained is that over given sections of line, 
ibly on the Silloth branch, the speeds allowed are generally 
cme 15 m.p.h. higher than for steam traction. Apart from 


R 
Ss 
in general construction, but not in transmission details or 
B wer rating, to the units supplied from the same source to the 
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the acceleration and improved frequency of services there is 
no doubt that the comfort and cleanliness of the two-car 
diesel units have been influential in creating traffic. Moreover, 
the improvement in all-round vision from passenger com- 
partments compared with steam-hauled stock is particularly 
important on the Cockermouth, Keswick & Penrith section 
passing through an area of scenic grandeur in the northern 
part of the Lake District with much seasonal traffic. 

Heavy maintenance on the diesel rolling stock is carried out 
at Derby, the shopping frequency being decided by the need 
for re-profiling of tyres at 80,000-mile intervals. Engines and 
gearboxes are replaced by reconditioned units after mileages 
of about 72,000; although this work is occasionally carried out 
in district sheds it is normal for it to be timed to coincide with 
other heavy maintenance at Derby when reconditioned 
driving axles are also fitted. Mechanical trouble has been 
confined mainly to broken striking forks for the selection of 
forward and reverse gears in the driving axles. 

All the rolling stock units are those originally supplied in 
1954-55, several having been repaired and returned to service 
after accidental damage; it is estimated that the overall avail- 
ability during five years’ service allowing for all the time in 
shops is about 80-85 per cent. The fuel consumption per 
twin-car-set mile is 0.256 gal. 


The Engineer as Manager 


PEAS on the employment in senior managerial positions 

of engineers which might well be considered by manage- 
ments of large undertakings, including railways, and by 
engineers themselves, are put forward by Mr. A. Dean, Assis- 
tant General Manager (Modernisation), North Eastern Region, 
British Railways, in his address to the Yorkshire Branch 
meeting of the Engineers’ Guild on May 13. The address was 
reprinted in the July issue of the Guild journal, The Profes- 
sional Engineer. 

As to the opinion amongst some engineers that those who 
appoint managers, and people with high level administrative 
and general directive responsibilities, neglect the fair claims of 
professional engineers, on their merits, he is not sure that such 
a view is valid, and emphasises that if there is any tendency 
for professional engineers, on their merits, to be passed over, 
that it is mostly their own fault, with some fault also attribu- 
table to the basis of their education. It is only within the last 
20 years or so that the first generation of civil engineers with 
university education has worked its way through to the most 
senior administrative and executive civil engineering posts in 
the railway industry. 

Whilst there have always been civil and mechanical engineers 
diverted to management on railways, Mr. Dean believes 
that it has fallen to members of his generation to show their 
capacity within their own professional field of practice, and 
at a sufficiently early age for there to be time for appointment 
into general management. There is also the British tradition 
that well-educated amateurs, free from suspicion of having 
personal axes to grind, are the best people to be given respon- 
sibility for policy making. Coupled with this is the development 
in the 19th century of the civil service tradition, strongly 
influenced by the civil government needs of a widespread 
empire, and again linked with a standard of educational quality 
with no particularly specialised content, with Oxford or 
Cambridge degree as the hall-mark of the right educational 
background. 

Another main reason, applying more to the industrial field, 
is that professional engineers are not thought to have a 
properly balanced appreciation of the dominating interest of 
industry: to ensure that income exceeds expenditure. Also, 
in all walks of life are those who derive a deep satisfaction 
from the work they do. It is possible, Mr Dean thinks, that, 
as a profession, engineers reap this satisfaction out of their 
work in greater measure than most, and convey to others 
the impression of being so wrapped up in their own field of 
practice that they are not thought to have much interest in a 
wider range of affairs. If engineers wish to concentrate on 
managing rather than for engineering, let them start managing 
associated with their engineering. In the most senior engineering 
jobs there is great scope for the exercise of good administrative 
and executive ability. From his own experience as a railway 
civil engineer he concludes that, in general, if engineers think 
they are not getting their share of top administrative jobs 
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it is very much their own fault. They have plenty of scope 
for demonstrating administrative and executive ability in the 
practice of their engineering. Administrative factors infiltrate 
down to low level in an engineer organisation. But too many 
engineers do not accept them as an essential part of engineer- 
ing practice and they will not attempt to apply their 
trained factual, analytical approach to factors which they 
consider to be outside “‘ pure” engineering. Some of the 
factors are generally designated as “* technical”? ones; many 
of them are not technical at all, but they are all real. 

Most young men who go to university to study engineering 
go for a vocational education. Mr. Dean doubts very much 
whether many think of their university education as for any 
other purpose. With some exceptions perhaps, he maintains, 
the engineering departments at most universities still remain 
glorified technical colleges with vocational education as their 
conception of function, and engineering students tend to 
emerge from universities with the idea that practice within 
the fields of technology which have been covered in the 
curriculum of engineering education represents their field of 
practice for the rest of their lives; or, worse still, that one 
section of the whole range of technologies which have been 
studied will comprise the field of practice on which they will 
be engaged throughout their careers. This makes it the more 
difficult as they enter practice for them to be weaned 
from this narrow outlook. 

As regards leadership, Mr. Dean states that it has been 
his practice to tell any member of his staff on appointing 
him into his first post of executive responsibility that the title 
which he now carries, as attributed to his new post, will 
probably carry him for about six months. His new subor- 
dinates will accept his authority on the strength of his 
title for about so long. By the end of that period they will 
have found out if he is really their leader or not, and from 
then onward ke will be given just about as much unquestioned 
leadership as he has shown that he is worth. He must 
observe and reflect on the leadership which he sees being 
exercised around him, so that he becomes completely convinced 
from his own experience that the principles previously 
imparted to him are really true. 


The Indian Railway Inspectorate in 1958-59 


COPY has been sent to us of the report by the Chief 
Government Inspector of Railways in India, Mr. D. C. 
Desai, for the year ended March 31, 1959, covering the working 
of the inspectorate. Actually, he took over charge of that post 
from Mr. R. C. Sood on December 19, 1958. The total route- 
mileage under the jurisdiction of the inspectorate in March, 
1959, was 35,081, of which 9,933 comprised the, Bombay 
Circle, 9,128 Calcutta, 8,382 Lucknow, and 7,638 the Banga- 
lore Circle. 

During the year under review the following detailed inspec- 
tions were made of lines prior to their being authorised as 
fit for opening for the public carriage of passengers: (1) New 
lines 192.1 miles; (2) doubling of existing lines 108.0 miles; 
(3) diversion of existing lines 6.6 miles, and (4) electrification 
of existing lines 65.0 miles. In addition all railways worked 
by companies were inspected, and Inspectors also accompanied 
General Managers during their annual inspections of Govern- 
ment Railways, in aggregate 14,213 route-miles. 

On the recommendations of the Government Inspectors, the 
Railway Board sanctioned the running of various types of 
locomotive and rolling stock, including those below:— 

Locomotives. 

(a) 5 ft. 6 in. gauge 

(1) ALCO Co-Co type diesel-electric locomotives on the 
South Eastern Railway. 

(2) ALCO diesel-electric locomotives with passenger stock 

on the Eastern Railway. 

(3) ZZT diesel railcars, Northern Railway 

(6) Metre gauge: AD class engines on the Central Railway 

Rolling Stock. 

Among the goods vehicles were “ BOX” 55-80-ton bogie 
open coal wagons,and a well-wagon of 130-tons carrying capacity 
and diesel-electric locomotive cranes. Passenger stock included 
“T” light-weight third-class bogie coaches for the Southern 
Railway. A number of new stations, remodelled yards and 
other works were also sanctioned for opening. 

During the year statutory inquiries were held by Government 
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Inspectors into 17 train accidents as compared with 16 and 18 
in the two previous years. Of these six were collisions ir: 
which passenger trains were involved, nine were derailments 
of passenger trains and one of other trains, and one was a. 
a level crossing. Four of the collisions were caused by failures. 
of train crews and two by those of station staffs. The derail- 
ments included three due to train-wrecking, one each to failur: 
of track and locomotive or rolling stock and three to failure 
of station or train staffs. | The most serious were as follow:— 

At 1.24 a.m., on May 21, 1958, the up Kirti Express tool 
two roads at the facing points of Chamaraj Station on the 
metre-gauge section of the Western Railway. The engine and 
first six coaches capsized, two being telescoped, with the 
result that 31 persons were killed and 26 grievously injured. 
The station staff was primarily to blame but the driver was 
exceeding the 10-m.p.h. speed limit also. Initial detection of 
points with signals followed by interlocking was recommended. 

On June 24 a rear collision occurred at Diva Station on the 
Bombay-Kalyan suburban electrified section of the Central 
Railway about 7 a.m. The motorman of the second train, who. 
was killed, is held primarily responsible for entering the 
section occupied by the first train, which was standing at sig- 
nals, and running into it at about 35 m.p.h. Five persons were 
killed and five seriously hurt. Provision of control on the last 
stop signal is recommended as an interim measure, prior to 
provision of lock and block or automatic block signalling. 

At about 9 p.m. on August 19 an up passenger train entering 
Revelganj Station on the Norti Eastern (metre-gauge) railway 
under clear signals was diverted into a goods siding where 
six wagons were stabled. One person was killed and three 
seriously injured. Interlocking between the key of the siding 
and the lever-frame is recommended. 

When on July 13 the down Avadh-Tirhut metre-gauge mail 
train on the N.E.R. had travelled about 24 miles beyond 
Samastipur it became derailed, six persons being killed and 
11 grievously injured. The cause was tampering with the 
track by persons unknown. As well as extension of anti- 
sabotage measures, it was recommended that mechanical 
engineers in charge of rerailing should preserve all relevant 
clues on track, structures and rolling stock. 

Due to heavy rain and floods there were interruptions of 
train services on various sections of line of from 24 hr. to as 
long as two months and 13 days. The latter occurred at 
Dherma, Ghat and Koperia on the N.E.R. 








Letters to the Editor 


(The Editor is not responsible for opinions of correspondents) 


Brake Hose Couplings on Wagons 


July 24 

Sir,—Considerable time and effort are needed to couple the 
brake hoses between wagons when such hoses are on the 
buffer beams. It means that the guard, in the smaller yards, 
or the train preparer, in the largest yards, has to get down on 
his knees under the buffers and go through contortions to do 
the job. It’s bad enough in daylight in fine weather, but in 
pouring rain or in the dark the time and effort consumed «re 
likely to delay departure of the train. When the hoses are on 
stand pipes, i.e. above the screw couplings, there is no difficu ty 
in connecting them, and the time taken is a few seconds ory. 

I understand that in all new goods wagons the brake hose 
are fitted on the buffer beam. If this is so, the decision m ist 
have been taken by someone who knows little about operat on 
of goods trains. The design should be modified immedia' ‘ly 
to put the hoses back where they belong: on stand piss. 
Otherwise delays in yards will be increased. 

When automatic couplings incorporating the brake hose ire 
fitted as standard—and that seems to be some way off : ct, 
though two designs are being tested on British Railway»— 
these difficulties will disappear. In the meantime, hose coupli"gs 
should be of a practical design and in the best position. 

Yours faithfully, 
G. RICHARD PARKE5 
The Thorns, Hadfield, Manchester 
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No Joys of Spring 


Those new silver trains on the Picca- 
cilly Line of London Transport have the 
grace and beauty of Bardot but the rub- 
ber springing gives them a wiggle and 
the roll of Marilyn Monroe and the rear 
coach of the train waggles along the lines 
like a hurrying duck suffering from chil- 

lain. I am appalled that the old 

smoother-riding coaches should be re- 
placed by the new coaches which repre- 
sent a step backwards in development of 
springing.—From a letter to the “* Evening 
News.” 


** Lay-by ”’ 

The term “‘lay-by” . . . is one of the 
few links between railway and road 
usage. In the appendix to its working 
timetables, the Midland Railway in- 
dicated the holding capacity of all 
“lie-by sidings ”’—sidings into which 
goods trains could be shunted to allow 
more important traffic to pass. After 
grouping the L.M.S.R. continued to use 
this term. Railwaymen (at least in the 
Midland Division) commonly called any 
such siding a “‘ lie-by ”’; this seems prefer- 
able to “ lay-by,” if only because it has 
been hallowed by long-standing custom— 
but what is wrong with the corresponding 
term used on the G.W.R.—namely, 
“refuge? ?—From a letter to “The 
Times.” 


Toy Train with a Purpose 


The University of Michigan now has 
what it described as “‘ the shortest and 
hottest-working railroad in the world.” 
It is using a toy engine and 4 ft. of ““O” 
gauge line to carry samples into a beam 
of radiation produced by the university’s 
nuclear reactor. The line runs through a 
tunnel in a wall of concrete block 
shielding. Professor Paul Chagnon, is in 
charge of the project, explained that 
“ various people offered crazy ideas to us 
to solve this problem and this one didn’t 
seem as crazy as the others.” It was also 
he least expensive, costing only £4 16s. 
** Our biggest headache,” Chagnon added, 
“ was getting the request for a toy engine 
st our purchasing department.” The 
ngine itself stands below the beams of 
eutrons from the reactor and does not 
ecome radio-active . . . Paul Treado, a 
sics graduate, checks the level of 
\io-activity from the engine’s cargo 
2r a run designed to provide infor- 
tion about the core of the atoms that 
ke up the sample.—From “The Daily 
egraph.”” 


‘asy Work for Willing Mules (1894) 


A very curious street railway in the 
mn of Ontario, California,’ was de- 
bed in the April, 1894 issue of 
nsport. ““The tramcar,” it was 
ed, “is drawn up the steep slopes of 
mountainous roads, upon which the 
S are laid, by mules, but in descending 
force of “gravity gives sufficient 
tive power, and the mules become 
sengers and take their places on a 
e platform with folding sides... 


The car descends with considerable 
velocity ... the animals are said to 
benefit greatly by the rest. The tramway 
is worked at a minimum of cost, for the 
mules are inexpensive and they wear 
well.” One wonders if these beasts 
enjoyed their work so much that they 
abjured their mulish ways and bent 
themselves willingly to the task of hauling 
the railcars up the slopes in joyous 
anticipation of the descent. Similar 
gravity travel was enjoyed in the earlier 
years of the century by horses on some 
colliery tramways in England. 


Special Stamp for Engine Driver 
The United States Post Office issues 


stamps featuring various sections of the 
community, from bankers to “ railroad 


Stamp to commemorate the heroism of 
the engine driver Casey Jones 


engineers’ (drivers). The latter had 
their own stamp in 1950, on the 50th 
anniversary of the death of Jolin Luther 
(‘‘ Casey”) Jones. His nickname is 
derived from his birthplace, Cayce, 


Kentucky. The manner of his death is 
recorded in a popular song which includes 
the lines :— 
‘* Fireman jumped but Casey stayed on, 
He was a good engineer but now he’s 
dead and gone.” 
A medallion portrait was the central 
feature of the stamp “ Honoring Rail- 
road Engineers of America,” which 
appeared 50 years te the very day later. 
To the left is an artist’s conception of the 
type of locomotive of the 1900 era which 
Casey Jones drove, flanked by a repre- 
sentation of a diesel train. The stamp 
was placed on special first-day issue at 
Jackson, Tennessee, where Jones resided. 
In connection with the ceremonies that 
day was founded the “Casey Jones 
Railroad Unit,” the world’s only philatelic 
society solely devoted to the collection 
and study of railway stamps. 


End of Steam on the N.C.R. 


The close of the steam era on the 
Canadian National Railways was marked 
by a ceremony at Winnipeg. Mountain 
(4-8-2) type locomotive No. 6043, built 
by the Canadian Locomotive Company 
at Kingston, Ontario, in 1929, arrived 
at the head of Train No. 6 from The Pas. 
Mr. J. R. McMillan, Vice-President, 
Western Region, C.N.R., invited Mr. 
Dufferin Roblin, Premier of Manitoba, 
to drive the engine on its last trip from 
Winnipeg Station to the locomotive 
dept. The illustration shows (left to 
right) the engine crew, Fireman N. 
Shewchuk and Driver L. Routledge; Mr. 
Roblin and Mr. McMillan. Editorial 
reference to the cessation of steam haulage 
on the C.N.R. was made in our May 27 
issue. 


Arrival in Winnipeg of the last steam-hauled train of the Canadian National 
Railways, hauled by 4-8-2 locomotive built in 1929 
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OVERSEAS RAILWAY AFFAIRS 


NYASALAND 


Locomotives Lent From Rhodesia 


Three * 10th” class 4-8-2 engines are 
being lent to the Nyasaland Railways by 
the Rhodesia Railways administration, 
to help in dealing with an increase in 
traffic. The locomotives had been held 
for some time in reserve in Bulawayo. 


SOUTH AFRICA 


Progress on Cape Town Station 


Work has begun on the non-white 
portion, including the concourse, of the 
new terminus at Cape Town. The con- 
tractors are W. Harper (Pty.) Ltd. Non- 
white facilities such as ticket offices will 
be provided in two separate buildings 
straddling the tracks. Road vehicles 
will enter from the new Pirow Street 
bridge which will cross the station area 
towards the Salt River side. One of the 
two buildings will be for main-line pas- 
sengers and the other for suburban 
traffic. 

It is proposed to open the new station 
in stages as work is completed: (1) 
Introduction of Woodstock station on its 
new alignment which was completed in 
December, 1958; (2) opening of the new 
main-line station (Platforms 20-24) with 
limited passenger facilities scheduled for 
completion in March, 1961; (3) intro- 
duction of additional platforms 12-20, 
but exclusive of the suburban concourse, 
in September, 1962; (4) introduction of 
platforms 5-11 in March, 1964. (At this 
stage the old station will be abandoned 
and the Simonstown trains will also 
depart from the new station with limited 
platform facilities); (5) introduction of 


(From our correspondents) 


remaining four platforms and quad- 
ruple lines between Cape Town and 
Woodstock to give better service to 
Simonstown trains. 

The complete station will have 24 
platforms, of which five will be for 
main-line trains, two for non-white trains, 
and the remaining 17 for suburban trains 
serving the Bellville, Cape Flats and 
Simonstown lines. The main-line plat- 
forms will be some 1,500 ft. and the 
suburban 740 ft. long. 


INDIA 


Increased Line Capacity in the South 


It has been decided to double 209 
miles of various sections of Southern 
Railway main line. The longest section is 
on the East Coast route, the 93 miles 
from Tenali to Gudur. From Gudur 
southwards the traffic bifurcates, that for 
Madras continuing down the coast, and 
that for south-western areas following the 
new 5-ft. 6-in. gauge Madras avoiding 
route via Renigunta and Arkonam. The 
Renigunta-Arkonam important section 
of the Madras-Bombay trunk route is 
also being doubled. Continuing west- 
wards the south-west main line is being 
doubled from Arkonam to Jalarpet and 
Tirupattur, 62 miles. 


NEW ZEALAND 


New Passenger Station at Napier 


A contract has been awarded for con- 
struction of a new passenger station buil- 
ding at Napier. Due for completion early 
next year, the new building will stand on 
the site of the present station erected in 
1874. Glazed slabs will provide a facade 





Part of new station building at Lyngby, Danish State Railways, constructed 
between-piers supporting by-pass road 


to the outer walls surrounding the public 
entrance. Extensive use will be made of 
glass and colour for decorative lighting 
effects. 


WESTERN AUSTRALIA 


Lounge Car for ‘* Westland ’’ Express 


An existing dining car, originally 
placed in traffic in 1905, has been modern- 
ised internally and refurnished to pro- 
vide a lounge car for the “* Westland ” 
express running between Perth and Kal- 
goorlie for inter-state passengers. For- 
mica-faced panels have been used for 
interior panelling: in desert maple up to 
the waistrails and golden mahogany 
thence to the ceiling line. The ceiling 
itself is of Masonite and is painted white. 
Covings at floor level are of stainless 
steel and aluminium moulds have been 
used for panel joints. The floor of the 
lounge is covered by mushroom coloured 
Westminster carpet. Furniture consists of 
upholstered chairs and tubular steel 
tables with tops faced in Formica in 
matching colours. The lounge windows 
are sealed and fitted with green roller 
blinds. 


JUGOSLAVIA 


Electrification Progress 


Electric working has been introduced 
between Rakek and Logatec, on the line 
from Postojna to Ljubljana, and electri- 
fication work is in progress from Logatec 
to Ljubljana, and from Delnice to Srpske 
Moravice. Certain trains, including all 
passenger services, will continue to be 
steam-hauled from Ljubljana through to 
Postojna until the electrification has 
been further extended and additional 
electric locomotives delivered. 


DENMARK 


Station Buildings Under By-Pass Read 


At Lyngby, a suburban station on the 
State Railways near. Copenhagen, con- 
struction of a by-pass road has necessi- 
tated erection of the station buil ing 
under the road. Buildings occupied o: her 
possible routes, and it was decidec to 
construct a four-lane by-pass along the 
railway line. When passing the sta’.on 
this has been elevated over a distanc of 
some 350 ft., so that a new station b ild- 
ing could be built between the suppor ..ng 
piers. Shops were built under the by-/ass 
road on each side of the station buile ng. 
Under one end of the viaduct there 's a 
petrol service station. In front of the 
shops and the station there is a pave: ent 
20 ft. wide, partially covered by the 1 »ad. 
A bus station has been built on the ast 
side of the railway. An informe:!on 
office is placed under the by-pass 12d. 
The subway giving access to the platforms 
is also a public subway between (wo 
main areas of the town. A car pars for 
420 vehicles adjoins the station. 
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New Traffic Offices at Middlesbrough 


The North Eastern Region of British Railways has concentrated its 
Tees-side operating, motive power, and commercial work under one roof 


"7 ETLAND House—the new building 
44 designed to unite Tees-side operating, 
motive power, and commercial staff under 
one roof—stands over the main entrance 
to Middlesbrough Station in the North 
Eastern Region of British Railways. 
its main wing projects over the station 
approach road which continues below it 
into the station proper. 

A deep mullioned window runs the 
full height of the building and admits 
light to the stairwell. Variety is pro- 
vided by shape and texture—the long 
continuous windows on each of the four 
floors are separated by levels of granite 
aggregate panels outlined in rectangular 
concrete. The remaining brickwork is 
dark, to tone with the older station 
buildings. Light-reflecting aluminium 
cladding has been used for the rooftop 
liftroom. 

The main entrance, comprising triple 
swing doors in a surround of glass bricks 
and dark blue tiles, is gained by a broad 
flight of steps leading from the approach 
road. The doors are flanked on the right 
by a bronze nameplate in the stonework. 

Inside are reception window and en- 
quiry office, mail despatch room, auto- 
matic lift, and main staircase. Also on the 
ground floor are offices for railway sales 
representatives and Organisation & Meth- 
ods staff, an automatic telephone ex- 
change, and a public parcels office. The 
parcels office forms part of the station 
premises. 

The Traffic Manager’s personal office, 
those of his Operating, Commercial and 
Motive Power Officers and other senior 
staff, combined staff office, and a recep- 
tion room for visitors are on the first 
floor. 

The remaining floors accommodate the 
District Control Room, Meeting Room, 

tores, Muniment, and Inspector’s rooms, 
a typing pool for 30 typists, and nine 
general administrative offices to deal with 
wagon supply, passenger train working, 
cartage and terminals, accounts and 
sc on. 


Good Lighting 
The deliberately restricted width of the 
\ding ensures that each part of the 
rier is near one of the windows and 
ight illumination is provided by 
escent fittings with white glazed 
ctors. Wall cadiators operated by a 
mostatically controlled central heat- 
system are below the windows in 
office. Office furnishings are new. 
€ main staircase, of monolithic 
‘ete, is shod with pre-cast non-slip 
!-and-riser tiles and heated by vertical 
in the main stairwell light. An 
gency staircase forms part of the 
> supporting pier at the end of the 
-cting wing. 
e telephone exchange is a fully- 
natic P.A.B.X. installation with 300 
sions serving all British Transport 
nission offices in the area. It incor- 


porates provision for subscriber trunk 
dialling on the private railway network 
between the main trunk centres of 
Middlesbrough, Newcastle, Darlington, 
and York. 

The control room has 15 telephone 
keyboards, each with 60 circuits providing 
continuous communication with 190 
signalboxes and out-depots covering 
Tees-side lines and the East Coast main 
line between Ferryhill and Northallerton. 
Approximately 210 way-station selective 
telephones have been installed and six 
omnibus circuits have been re-routed for 
this purpose. 

Staff lavatory and toilet rooms on each 
floor are equipped with artificial ventila- 
tion, and there are two messrooms with 
cooking facilities. 


Construction 


Constructed on the shell-frame prin- 
ciple, the building has the advantage that 
floor areas are free of structural fixtures 
and partitions can be placed where 
required. Provision has been made for 
the addition of a further floor. 

The heavy stresses occurring in the 
bridge spans are carried on 5-ft. deep 
reconditioned bridge girders recovered 
from a bridge. The four supporting 
columns are cored with Universal beam 
sections encased in reinforced concrete. 

Floors are of prestressed pre-cast 
concrete beams. Floor screeds are of 
light vermiculite concrete topped with + 
in. thermoplastic tiles. Corridors, halls, 
and control room finish-sealed in cork tile. 


Cavity Construction 
External walls are of cavity construc- 


View from Zetland Road of the new 


tion. The facing panels used between 
the windows are of 2 in. precast exposed 
aggregate containing a mixture of Derby- 
shire spar and _ Criggion granite. 

Suspended ceilings of 2-ft. square 
asbestos-bound panels backed with in- 
sulated quilt afford fire protection to the 
steel beams. 

The oil-fired low-pressure central heat- 
ing boiler plant and fuel tanks are located 
in a basement boiler room. This serves 
the entire group of station buildings. 

The building was designed in the 
Architect’s Office of the Chief Civil 
Engineer, North Eastern Region. Assis- 
tance in preparing the working drawings 
was given by Messrs. Brierley, Leckenby, 
& Keighley, Lendal, York. Work began 


in June, 
June, 
Richard Costain 


1959, and was complete in 
1960. Main contractors were 


Limited. Sub-con- 


tractors were as follow:— 


Structural steel framework Dorman Long & Co. td. 


P.C. floor beams 

Cast stonework and ex- 
posed pares nad 

Metal windows . 

Partitions 

Asbestolux ceiling panels 

Suspended ceilings A 


Cork flooring m 
Heating and ventilation — 
Thermoplastic tile floors 
Automatic telephone and 
control equipment 
Electric lighting installa- 


tions ; 
Electric lift installation... 


Wrought iron: 
Balustrading ... 


W.C. cubicles 
Ironmonger?® ... 
Stair reinforcement 
Portable wardrobes vs 
Special control desks . 


Concrete Northern Limited 
Girlingstone Limited 


Ideal Casements Limited 
British Werno Limited 
Cape Asbestos Limited 
Anderson Construction & 
Gibson Limited 
Armstrong Cork Co. Ltd. 
W. Richardson Limited 
Armstrong Cork Co. Ltd. 
Automatic Telephone & 
Electric Co. Ltd. 
K.S. Construction Co. Ltd. 


Etchells Congdon & Muir 
Limited 


W. Dowson, 
side 
Venesta Limited 
Laidlaw & Thompson 
B.R.C. Limited 
Dryers Limited 
Kidds Business 
Limited. 


Kirbymoor- 


Services 


offices 
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Report on British Railways 


A summary of the findings of the Select Committee on Nationalised Industries 
which has carried out an investigation of the Commission’s railway activities 


N November 30, 1959, a Select 
Committee appointed by Parliament 
began an investigation of the railway 
activities of the British Transport Com- 
mission. This was done at the request of 
Sir Brian Robertson, Chairman of the 
Commission. 

The Committee comprised Sir Toby 
Low (Chairman), Mr. Albu, Sir John 
Barlow, Mr. Blyton, Mr. Fitch, Colonel 
Lancaster, Mr. Peyton, Mr. Popplewell, 
Mr. J. Enoch Powell, Sir Alexander 
Spearman, Mr. Steele, Mr. Thorpe, and 
Dame Irene Ward. 

The Committee began its investigation 
at a time when the Commission had 
completed a reappraisal of its Modern- 
isation Plan on which reappraisal the 
views of the Minister of Transport had 
not yet been expressed; changes in 
Government policy seemed likely and the 
Commission would clearly be involved 
in considerable work before its future 
was decided. The facts of the case were 
required for presentation to the House of 
Commons: this view was maintained 
even when a non-parliamentary planning 
board was later set up to cover much of 
the same ground. 


Willing Co-operation 


Despite the strain suffered by the 
Commission and its staff in recent months 
—strain which must have been aug- 
mented by the almost weekly meetings in 
which they gave evidence to the Com- 
mittee—the most willing co-operation 
was provided and a very favourable 
impression was received from the clarity 
and broadmindedness of the Chairman’s 
evidence. 

Twenty-eight meetings were held at 
which evidence was taker from the Com- 
mission on 12 occasions, on all of which 
the Chairman of .the Commission, Sir 
Brian Robertson, was examined. He was 
variously accompanied by the Chairmen 
of four Area Boards—Mr. R. F. Hanks, 
Maj.-General G. Russell, Sir Philip 
Warter, and Sir Reginald Wilson, now 
Chairmen of the Western, Eastern, 
Southern and London Midland Area 
Boards, respectively. 

Sir John Benstead, Deputy Chairman 
of the Commission, also attended, as 
did Mr. K. W. C. Grand, Chairman of the 
British Railways Sub-Commission; Mr. J. 
Ratter, Chairman of the Technical Com- 
mittee; Sir Cecil Weir, a Member of the 
Commission; Mr. H. E. Osborn, Chief 
Accountant and Financial Adviser; Mr. 
A. R. Dunbar, Manpower Adviser; 
Mr. R. C. Bond, Technical Adviser; Mr. 
J. Gillespie, Chief Railway Accountant; 
Mr. S. C. Robbins, Chief Contracts 
Officer; Mr. E. W. Arkle, Chief Traffic 
Officer, and Mr. D. Blee, General Man- 
ager, London Midland Region. 

For the Ministry of Transport, the 
Permanent Secretary, Sir James Dunnett, 
gave evidence on three occasions. He was 
assisted by Mr. J. E. Hampson, Mr. T. F. 


Bird, Mr. R. B. Lang, Under-Secretaries, 
and Mr. E. W. Godfrey, an Assistant 
Secretary, at the Ministry of Transport. 
Mr. M. Stevenson, an Under-Secretary 
at the Treasury, also gave evidence. 

The Committee’s function was to 
discover how the nationalised industries 
had been fulfilling their statutory require- 
ments and to make appropriate 
comments. 


Structure of the Commission 


The Commission’s structure was ex- 
amined and it was seen to represent one 
great transport undertaking, though it 
was far from holding a monopoly in 
the land transport services of the country. 
This was represented by a significant 
change of requirement: in 1947, the 
Commission had been required to pro- 
vide ‘adequate railway services” 
throughout the country; in 1953 (out- 
side the London area, where it still held 
a virtual monopoly of passenger trans- 
port services), the requirement of “ ade- 
quacy ” was dropped. 

It was clear that British Railways 
comprised by far the greater part of the 
undertaking and the only one (apart 
from inland waterways) which produced 
a loss in 1958 and 1959. Though the Com- 
mission would like to relinquish inland 
waterways, it wished to retain its other 
activities. 

Several Divisions were controlled — 
one each for London Transport, British 
Road Services, Hotels & Catering Ser- 
vices, and so on. There was no Divisional 
railway management—this was controlled 
directly by the Commission. 

Although the Chairman was the Com- 
mission’s Chief Executive, a policy of 
continuing decentralisation resulted in 
the delegation to regional level of many 
executive decisions. The Deputy Chair- 
man shared with the Chairman an overall 
view of the Commission’s operations and 
was personally responsible for staff 
matters. 

The full-time members were mainly 
men with general transport experience 
and specialist ability in various fields. 
Their responsibility was greater than 
that normally borne by part-time mem- 
bers and they gave considerable time to 
transport work. 


Headquarters Staff 


In an_ organisation approximately 
750,000 strong, the Commission’s head- 
quarters staff amounted only to 766, and 
the Commission was constantly trying 
to reduce this number still further. 

British Railways was divided into six 
Regions: Eastern, London Midland, 
North Eastern, Scottish, Southern, and 
Western. Great differences of size and 
nature of work undertaken existed 
between these Regions, each of which 
was controlled by an Area Board. 

Area Boards were wholly part-time, 
though their Chairmen — who were all 


members of the Commission—could be 
employed on a full-time basis there. 
The Chairman of the Commission gave 
particular praise to these men who, he 
said, were very poorly paid. 

Their existence was justified because 
of the value of the experience and dis- 
tinction of their members and of their 
contacts with other industries. | While 
there was a General Manager in charge 
of the management of the railways in 
each Region, there was no need for a 
full-time Chairman as well. To give 
the General Manager the status of a 
managing director might have advan- 
tages; meanwhile, the present position 
was thought by the Committee and the 
Ministry to produce satisfactory results. 

Although it first appeared that little 
delegation of control had been made, 
further investigation seemed to show 
that a great field of decision had in fact 
devolved on Area Boards, and that there 
were good reasons for the retention by 
the Commission of its remaining powers. 
Some railway decisions had to be taken 
on grounds which were not strictly 
commercial but were believed to be in 
the public interest. These decisions 
should not be taken at regional level. 


Inter-Regional Traffic 


Nearly half the total of railway traffic 
was inter-regional, and there must be 
some standardisation of equipment, 
stores, maintenance and training: this 
was best done from the centre. 

Responsibility for operational manage- 
ment was better placed with lower units, 
and the Commission saw that initiative 
and ability at Regional level and below 
was not wasted. The Chairman said 
that new thought generally came from 
below toward the top. 

Modernisation schemes usually orig- 
inated with the full-time Regional man- 
agement and were submitted to the Area 
Board concerned for approval. There 
was direct contact between the regional 
management and. the Commission’s 
central staff on technical details. Ex-ept 
for large schemes, the time-lag whil« the 
Commission was examining propcsals 
for expenditure in excess of £10( 000 
was usually about a month. 

Many of the Commission’s deci..ons 
had important political implications and 
it was necessary for the Chairman ‘> be 
in constant touch with the Min.-try: 
although the Area Boards migh: be 
responsible for a matter leading ‘0 4 
parliamentary question, the Commi sion 
remained responsible in chief for rela ions 
between Parliament and the rail. ays. 
This imposed a limit on the degre of 
decentralisation which was possible 

Changes had been made at reg.onal 
headquarters to free the chief exe: utive 
of the Region—the General Manz:¢r— 
to spend more time in planning 
exercising general oversight than ! 
previously been possible. The operating, 
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ommercial, and motive power depart- 

ents had been combined under an 
‘ssistant General Manager. This 
>,sured that the man who sold the traffic 

as also responsible for seeing that there 
were trains to carry it. 

Although commercial policy was laid 
down by the General Manager, his Traffic 
Manager could make his own decisions. 
Passenger services were similarly flexible. 


Regional Accounting 


The relationship between Commission 
and Regions was likened to that of a 
holding company and its subsidiaries, 
although it was admitted that the Regions 
did not produce annual profit and loss 
accounts. 

Accurate regional profit and loss 
accounts were difficult to produce: 
traffic passed from one area to the other, 
and regional railway accounts remained 
somewhat artificial. 

The Commission claimed that railway 
accounting was very good. 

A Traffic Costing Service had been set 
up and there were costing officers on the 
staffs of Traffic Managers down to Lines, 
Divisions and Districts. 

Cost accounting was a new develop- 
ment in railway accounting. Its applica- 
tion meant that costs and receipts of a 
particular stream of traffic might be 
ascertainable, but it was difficult to assess 
the profit and loss of a geographical area. 

Although the railways felt that their 
cost accountancy enabled them to judge 
efficiency, watch traffic trends, effect 
comparisons with previous years, and 
estimate progress, the figures they used 
were based on originating traffic; they 
would only give a complete picture 
if no traffic ever crossed a regional 
boundary. This was not the case. 

The Commission had instructed a firm 
of chartered accountants to advise it on 
the method of regional accounting. 

The Chairman thought that if there 
were to be regional accounts, a formula 
must be devised to cover a number of 
broad assumptions of a pooling nature, or 
a clearing-house would be necessary. 
Both had already been tried, and each 
ha:i been open to criticism. 


Relationship with the Ministry 


The Minister of Transport could 
ppoint members of the Commission, 
rove the general lines of a major 
zanisation, issue general directions 
natters affecting the public interest, 
t extensive control over finance, and 
in full information about any of the 
imission’s activities. 
iable to defend itself in the House of 
‘mons, the Commission must rely 
he Minister to do this; he was not 
d to, and might not wish to do so. 
was an uneasy situation, and some 
isms would go undefended. 
€ Ministry’s responsibilities covered 
ational transport system as a whole. 
ugh the Commission made its own 
sment of future traffic conditions, 
was checked at the Ministry. The 
stry itself doubted whether it was 
ped to deal with research of this 


-ause of the Minister’s overall re- 
- sibility, he could give general direc- 
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tions to the Commission, which, on one 
hand, must base its decisions on business 
considerations and, on the other, provide 
services calculated in the public interest. 
According to the Commission, these two 
approaches frequently conflicted. 

The Ministry disagreed, for it believed 
it was not a function of the Commission 
to decide where public interest lay. 
Certain schemes not justifiable on com- 
mercial grounds might offer a service. 

The Ministry impinged on the Com- 
mission’s activities because it was re- 
quired to do so by statutory function and 
because its broader duty required it to 
see that the Commission’s decisions con- 
formed to the public good. 


Ministerial Control 


The Ministry claimed joint responsi- 
bility with the Treasury for ensuring that 
public funds were advanced on a reason- 
able basis. It therefore ensured that 
annual investment in the Commission 
conformed to the national plans for 
investment as a whole—it reserved the 
right to impose sharp, sudden cuts 
whenever Government policy so required. 

Cuts made during 1957-59 had resulted 
in a loss to the Commission which was 
impossible to indentify, but probably had 
been considerable—direct penalties had 
been paid to contractors, work slowed 
down in railway shops to avoid the pay- 
ment of compensation, and much plan- 
ning had been wasted. 

The Ministry also tended to examine 
very stringently all schemes estimated 
to cost more than £250,000, though these 
had been included in the original modern- 
isation plan and in its reappraisal. 

The Ministry could affect the Com- 
mission’s capital plans by controlling 
its borrowing: it was unable to check 
technical aspects, for it had no technical 
staff; it could only ask intelligent ques- 
tions and query conclusions. 

The Ministry held a tight rein on the 
Commission’s forward planning—at pre- 
sent this was allowed on a three-year 
basis. The Commission wanted this 
period increased to five years. 

In 1952 and again in 1956, the Minister 
formally intervened in the Commission’s 
intentions to charge higher fares and 
rates. As a result of the first intervention, 
£63 million in revue was lost, and, as a 
result of the second, £8.4 million. Both 
these estimates emanated from the 
Ministry—the Commission’s estimate of 
the 1956 loss had been £17 million. 

Prolonged and continuous discussions 
took place between Ministry and Com- 
mission on broad points of fares policy. 
It seemed probable that, as a result of 
these discussions, fares would not vary 
substantially from what the Minister 
thought was best. 


General Management 


The Minister influenced the Com- 
mission over a greater area than the 
statutes lay down; he could express his 
opinion on the extent to which the 
Commission relied on its workshops, for 
the construction of locomotives, for 
instance, raised issues affecting the 
country’s export trade. Nevertheless, the 
Commission was not bound to act on his 
opinion. 
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When railway finances were deteriorat- 
ing, the Minister was able to call on the 
Chairman to make substantial economies; 
he did not specify how they should be 
made, he merely asked for certain results. 
This particular request had been con- 
sidered quite natural by the Commission. 

In other words, the Ministry could call 
for action whether or not the statute 
specifically allowed, but actual manage- 
ment was left to the Commission. 


Revenue 


The Commission believed that current 
losses on British Railways were attribut- 
able almost entirely to passenger services. 
Under the 1953 Act, the Railway Rates 
Tribunal was required in general to lay 
down maximum charges below which the 
Commission could charge what it liked. 

The price of rail travel had risen 
continuously but costs had risen even 
faster. Although modernisation and the 
1953 Act had brought increased passenger 
traffic, conditions had deteriorated. 

The fares structure was based on a 
country-wide rate per mile, the wisdom 
of which the Commission now was 
beginning to doubt. 

Passenger services fell into three classes: 
long-distance, commuter, and stopping 
services. 

The value of each class could not be 
assessed purely on receipts because each 
might also feed traffic to other parts of 
the network or have a “ shop-window ” 
effect. 

Long-distance main-line traffic was 
most successful; commuter traffic could 
be profitable but usually did little more 
than break even, and there were many 
unprofitable stopping services. 

The Commission pointed out that the 
subsidised French railways currently 
charged higher fares than did British 
Railways. 

Average fares on British Railways had 
risen by 145 per cent since 1938 while 
prices generally had risen in the same 
period by 171 per cent. Railway fares 
were therefore lower in real terms than 
they were in 1938. 

The Transport Tribunal played a part 
in keeping fares down. The Commission 
claimed pegged fares and charges more 
than accounted for losses on Working 
Account up to the end of 1935 and, in 
1954 and 1955, increases were granted too 
late for full effect. Increases granted late 
were claimed to have had a serious and 
lasting effect on the Commission’s 
financial position. Rises were also 
inadequate. 

Sensitivity to Public Opinion 

Nevertheless the Commission believed 
that fares could not in general be raised 
further without loss. 

The Commission was extremely sensi- 
tive to public opinion, especially on the 
subject of passenger fares; it was con- 
vinced a rise in fares drove people away 
from the railways, even though the new 
fares might be lower than the cost of 
alternative forms of transport. 

The Commission believed that medium- 
and long-distance passenger fares were 
at the right level. It would have liked to 
raise certain commuter fares but was 
restrained by the Transport Tribunal 
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and its fears of public opinion and 
Ministerial intervention. 

Freight rates also ranged beneath 
maximum figures fixed by the Transport 
Tribunal. The railways offered the 
cheapest carriage in Britain. 

Freight rates had risen 144 per cent 
since 1938 against the general increase 
of 171 per cent. 

The effects of modernisation and 
accompanying rationalisation were be- 
ginning to be felt as had changes in sales 
organisation and techniques. 

Discretion in settling rates for parcels 
traffic could not be allowed to General 
Managers. 


Costs 


Current annual working expenses were 
running at about £500 million, to which 
must be added central charges at £42 
million. 

In 1959, track costs (about £116 
million) equalled about one fifth. of 
expenses; carrying cost (£426 million) 
made up the rest. 

Although safety standards demanded 
comparative inflexibility in track costs, 
improved productivity had reduced main- 
tenance costs from £100 million in 1957 
to £96 million in 1959. 

The Commission thought that passen- 
ger services should bear a share of track 
costs, and that the taxes paid by road 
operators should equal the amount paid 
for track by the rail operator. 

This view was not held by the Ministry. 

The committee thought that, though the 
railways must provide their track, they 
benefited by so doing. 

The Committee agreed with the Min- 
istry that it was difficult to discover where 
money was being lost, although gener- 
ally it could be concluded that the major 
cause of loss was on the passenger side. 
Freight was almost certainly breaking 
even. The Ministry believed that freight 
was making a substantial surplus. 

The corollary was that passenger ser- 
vices were making an even more sub- 
stantial deficit. The Ministry thought 
these would become more profitable as 
steam was replaced. It was thought that 
commuter services not yet electrified 
were generally unprofitable. 


Balance Sheet 


The Commission thought its capital 
structure was too rigid—it would have 
preferred to have declared small divi- 
dends or none at all than to have had to 
show annual provision for fixed interest 
on British Transport Stock in years when 
it had been unable to earn it. 

The Commission also regretted the 
restrictions on its borrowing powers— 
it wished to be able to borrow from the 
market with Treasury guarantee and to 
have ordinary commercial right to 
finance its operations in other ways. 

The Commission had to pay a fixed 
rate of interest on its capital. In 1957, 
a system of deficit financing had been 
introduced under which repayable ad- 
vances were made by Government to 
meet the Commission’s deficits on Re- 
venue Account, such deficits being 
charged from 1955 to a Special Account. 
This would continue until 1962, though 
the deficit for 1960 would be met by a 
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supplementary estimate. The Special 
Account also must bear interest payable 
on both deficit and capital advances up 
to stated dates. 

Under the 1947 Act, the Commission 
was obliged to maintain a general reserve, 
but fares were never sufficiently high to 
permit this to be established until 1959, 
after which other factors had intervened. 

In 1955, complete transformation was 
planned at a cost of £1,240 million. 
The plan for the work was examined and 
passed by the Ministry which neverthe- 
less declined to underwrite its details, 
which the Ministry did not know. For 
example: it had not been consulted on, 
and, therefore, did not check the suprem- 
acy of, the scheme for the Euston- 
Manchester electrification. 

Fifteen months later, it seemed that 
more money would be required and, in 
1956, the Commission presented the 
Ministry with its detailed proposals. 
These were accepted, and the Government 
undertook to advance money to meet 
deficits in current operations as well as 
to defray capital expenditure. 

In 1957, it was estimated that the total 
cost of modernisation would be £1,660 
million, or 34 per cent more than the 
original estimate. This rise was found 
** somewhat surprising ” by the Treasury. 

In 1959, as a result of disappointing 
earnings the previous year, the Com- 
mission published a reappraisal of its 
plan. Examining this, the Ministry began 
to fear it would not recoup its loans 
and subsequently required more detailed 
plans from the Commission. Allschemes 
costing more than £250,000 were to be 
referred to the Ministry. 

In 1960, the implementation of the 
Guillebaud Report produced a crisis 
likely to be manifest in the highest deficit 
ever achieved by British Railways. 


Effects of Modernisation 


In trying to assess benefits already 
obtained, the committee realised that the 
plan was a whole and that it was unwise 
to appraise it piecemeal. 

The committee found that improve- 
ments to track allowed better speeds, 
more frequent passenger services, and the 
employment of a reduced labour force; 
that the introduction of colour-light 
signals had increased safety; that diesel- 
isation and electrification had maintained 
passenger-numbers despite the vast in- 
crease in the number of private motor- 
cars on the roads, and that the many 
improvements on the freight side were 
bringing in more business. 

The plan should not be thought of as 
wholly a new investment; much of it was 
required to keep the railways going. 

All major schemes had produced con- 
siderable additional revenue, but the 
increases had been calculated on the 
improvements made; they did not by 
themselves show profit or loss. 

The London Midland Electrification 
scheme was recommended by the regional 
management to its Area Board, was 
discussed up to and including Commis- 
sion level, and passed. Although the 
present scheme differs from the original 
in a number of important elements and 
it was known that the full cost would be 
greater than the £75 million estimated, 
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experience showed that results were bouid 
to be favourable and it was believed ti.at 
the money borrowed for the modernisa- 
tion plan as a whole could be paid back. 

This satisfied the Ministry. Neither ‘he 
Ministry nor the Commission had a 
clear view of what the rate of return on 
the electrification would be. 

The Ministry said it had always asked 
what return to expect from major schemes 
and that discussions then took place on 
the basis of the estimated return. The 
committee therefore assumed that costly 
schemes were advanced by the Com- 
mission and passed by the Ministry on the 
basis of figures which meant completely 
different things to each side. 

The Committee was astonished at the 
way in which the Commission had been 
able to initiate great projects without 
Government comparison of the schemes’ 
economics with those of alternatives. 

Workshop activity was being concen- 
trated in a way calculated least to disrupt 
the social life of the community. 


Manpower and Productivity 


Due to various causes, staff numbers 
had fallen by 20 per cent from approxi- 
mately 649,000 in 1948 to 519,000 in 
1959. Some redundancy had been 
caused, but the arrangement between 
Commission and unions was working well. 

The achievement of efficiency in the 
higher direction of British Railways 
cannot have been helped by the lack of 
an authority whose only duty in the ‘field 
of transport was to ensure an efficient 
system of railways. Although decentral- 
isation of responsibility for operational 
management was essential, some measure 
of central co-ordination was needed. 

The committee thought that the Area 
Boards should concentrate on policy and 
general guidance, leaving all executive 
matters to their General Managers, who 
should act as managing directors. 

Regarding __ electrification : there 
seemed little doubt that this had great 
advantages, and the Commission backed 
the London Midland scheme without 
reservation. The committee was not 
aware of any considerations which would 
justify the abandonment of the London 
Midland electrification at this stage 
despite the low rate of return. The right 
policy now seemed to be to complete 
the scheme as soon as possible. 

The committee did not consider that 
the railways should be relieved of ‘rack 
costs. . 

The committee recommended the prin- 
ciple that, where Government action 
caused a nationalised industry to incur @ 
specific loss or specific expenditure \ hich 
it would not otherwise incur, the Go vern- 
ment should take steps to compensa’ > the 
industry. The additional cost shou'i be 
provided, out of public funds. ; 

Subsidies should be paid for sr2cific 
purposes and paid openly. The “om- 
mission could then publish accoun's for 
British Railways which would reflec: only 
the matters within its control. ’ a 

The committee also considered th.:t, in 
all fields where the railways were mecting 
effective competition, there was no need 
for the Transport Tribunal. 

There was no doubt that a larg<-scale 
British railway system could be profitable. 
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West Cumberland Diesel Services 


A survey of diesel railcar operation and results on 
earliest schemes evolved by British Railways 


one of the 


rg°HE introduction of diesel railcar 
& services in the West Cumberland 
district of British Railways, London 
Midland Region, in February, 1955, was 
one of the earliest achievements in rail- 
way modernisation in this country since 
nationalisation took place in 1948. It 
preceded the current large-scale modern- 
isation programme and so helped to 
provide a basis of first-hand experience 
in the working of diesel passenger ser- 
vices and the training of operation and 
maintenance staffs. 

The basic aim was to boost passenger 
rail travel by exploiting the cleanliness 
and comfort available with diesel railcar 
units and thus to obtain operating 
economies by their use on a much more 
intensive scale than had applied with 
steam traction, and by improved flexi- 
bility of working. It was obvious that the 
traffic potential was reasonably high; 
this has been proved by the increase in 
the number of tickets sold as shown on 
page 131, the 1958 total being 685,206 


(receipts £111,222), compared with 1955, 
during which steam power was largely 
withdrawn, when the total was 356,006 
(receipts £53,609). To achieve this im- 
provement the annual train-miles run 
on passenger services have been increased 
by about 65 per cent to a total of 814,300 
(for 1959) but the annual gross ton-miles 
run with the lightweight sets do not 
greatly exceed the total with steam-hauled 
passenger stock previously. 


Three Types of Route 


The district is practically self-contained 
and although diesel operation is on a 
relatively small scale there are three dis- 
tinct types of route on which services are 
run. The Carlisle-Whitehaven line via 
Maryport and Workington has a route 
mileage of 41 mainly over the former 
Maryport & Carlisle Railway, the 1922 
pre-grouping name by which it is still 
identified locally. Passenger traffic in 
1954 was so little that it hardly justified 
the four steam trains a day which were 


run at that time. Timing of the diesel 
railcar service is basically to give an 
hourly interval service from both ter- 
mini with slight variations to enable 
connections to be made at Whitehaven 
for Barrow-in-Furness and the south. 
About 16 through trains run in each 
direction daily calling at intermediate 
stations and with an overall timing of 
70-74 min. This service is supplemented 
by steam working to deal with the addi- 
tional local passenger traffic along the 
West Coast between the ports of Working- 
ton and Whitehaven, a distance of about 
eight miles, in which area there is much 
heavy industry including collieries and 
iron and steel works served by extensive 
docks. There are no gradients steeper 
than 1 in 170 between Carlisle and White- 
haven; in fact, a great deal of the route is 
virtually straight and level. 

By contrast the line between Working- 
ton and Penrith (18 miles south of Car- 
lisle on the main London Midland 
Region West Coast Route to Scotland), 
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Diesel railcar set approaching Carlisle Citadel from the south 


rises to an altitude of 886 ft. above sea 
level and in consequence much of it is 
steeply graded. Leaving Workington 
Main in a northerly direction it branches 
east at Derwent Junction for what is 
initially a gradual climb inland along the 
valley of the River Derwent before reach- 
ing Cockermouth Junction. There the 
gradient steepens to 1 in 70 and the 
line joins the former Cockermouth, 
Keswick, & Penrith Railway resulting 
in the route being still known locally as 
the C.K. & P. At this junction the line 
becomes single track for much of the 
remaining distance to Penrith, From 
Cockermouth Station there is a further 
climb of more than a mile at 1 in 73, but 
the most severe test on the route is east 
of Keswick on a gradient of 1 in 63 over 
a distance of four miles between Threlkeld 
and Troutbeck. 

Although this is a hill and farming 
area providing only light traffic in the 
winter months, including school-children 
and some workmen, it also has to cater 
for a heavy tourist industry. The route 


SILLOTH 


mileage is 40 and twin-unit diesel rail- 
cars are timed to run this distance 
in about 80 min. in the easterly direction 
and about 72 min. westwards, these being 
average speeds of 30 and 35 m.p.h. 
respectively, including nine intermediate 
stops. The service provides eight trains a 
day in each direction on weekdays 
throughout the winter period. The 
majority of these are timed to suit con- 
nections at Penrith with diesel and other 
trains to and from Carlisle; a large pro- 
portion have through coaches between 
Carlisle and Workington. Connections 
are also made with the Penrith-Barnard 
Castle-Darlington multiple-unit diesel 
train service of the North Eastern Region. 


Carlisle—Silloth Branch 


The third line operated unde the 
West Cumberland diesel scheme is the 
single-track Carlisle—Silloth branch laid 
partly along the bed of a disused canal 
which, until 1853, connected the city 
with Port Carlisle 11 miles north-west on 
the Solway Firth. This line has a route 
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mileage of 22 of which only about c 1¢- 
and-a-half miles are double track c ver 
main and other lines north out of Car- 
lisle Citadel to Canal Junction. Altho igh 
the line passes through a very spar ely 
populated coastal area it provides an 
important link between Carlisle wi ere 
there are many manufacturing en‘er- 
prises including heavy engineering, nd 
Silloth docks with which are associated 
chemical and other works. 

Because of the alignment on a canal 
bed foundation there is the unusual com- 
bination of small-radius curves (between 
660 and 1,100 ft.) with negligible gradi- 
ents. Here the diesel railcar sets score 
noticeably over steam traction, as it has 
not been found necessary to limit their 
speed so severely over the lengths of 
greatest curvature. For example, where- 
as the limit applying to steam locomotives 
is 25 m.p.h. for about five and a half 
miles of the route, twin-unit diesels may 
proceed at 35 m.p.h. with further restric- 
tion to 30 m.p.h. on only two individual 
curves. But advantage is gained through- 
out the Silloth line which also has con- 
siderable lengths of straight and level 
track where general limits are 45 and 
60 m.p.h. for steam and diesel traction 
respectively. 


Supplemented by Steam Traction 


One twin-unit diesel set makes seven 
return journeys a day between Carlisle 
and Silloth. The total time for a single 
journey calling at five intermediate 
stations is about 43 min., an average of 
31 m.p.h. This service is supplemented 
by one steam-hauled train a day in each 
direction; with the same number of halts 
this is timed to run in 55 min. Traffic 
working to the summer timetable on other 
routes in the district, and excursions, 
necessitate the withdrawal of diesel rail- 
cars from the Silloth line on Saturdays for 
multiple-unit coupling in formations of 
up to six cars. Then steam motive 
power is used to haul the heavier Saturday 
traffic between Carlisle and Silloth when 
often eight coaches are needed. 

Rolling stock used throughout the 
West Cumberland scheme consists of 
15 lightweight aluminium two-car sets 
built at the Derby works of British 
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ailways. Each set has one power car 
ith twin 150-b.h.p. under-floor engines, 
1d one control trailer. The power 
nits are British United Traction Limited 
‘A” type 11-3 litre horizontal six- 
jlinder engines driving through 

luidrive hydraulic couplings and S.C.G. 

yur-speed epicyclic gearboxes to revers- 
ing gears in the adjacent bogie inner 
axles. Total seating capacity per set is 
{23 including nine first class. 

There is also a Craven-built diesel 
parcels unit with two B.U.T. power 
units each of 125 b.h.p. This is of steel 
construction and may be run singly or in 
multiple unit with the other stock. 

Up to three four-wheel vans have been 
hauled by the two-car sets alone but this 
practice has been discontinued as a 
maximum of 15 tons trailing load is now 
imposed; this still allows for the attach- 
ment of one fish van occasionally. With 
the diesel parcels unit coupled to a two- 
or four-car set the trailing load may be 
increased to 25 tons; advantage is some- 
times taken of this to haul a 24-ton six- 
wheel parcels van on the main line from 
Penrith down to Carlisle. 


Limited Clearances 


All the diesel stock has been built 
with modified fittings specially to reduce 
the overall width to 8 ft. 11 in., some 3 in. 
less than standard, because of very limited 
clearances on the Maryport & Carlisle 
line. The narrowness of brick-arch 
bridges with consequent close proximity 
of the opposite running line (the 6 ft. 
way is further reduced to about 4 ft. 10 in. 
in stations), leaves a side clearance of 
only about 9in. Bars protect all opening 
windows and through trains are restricted 
to 20 m.p.h. in certain stations on the 
line. In consequence of the slightly 
modified specification, units sent to 
Derby for heavy maintenance or repair 
cannot be replaced by others borrowed 
from elsewhere in the Region. This fact 
emphasises the usual need for high 
utilisation; it is estimated that the overall 
availability of the stock during five years’ 
service allowing for all time in shops is 
about 80-85 per cent. 

Juring the course of a normal weekday 
twin-car trains are out in traffic 


1 


. : 
‘ end of running loop in Bassenthwaite Lake Station 
showing forward vision from passenger compartment 
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leaving four sets available for mainten- 
ance. Twelve sets are in traffic on Satur- 
days. All the 15 sets are those which 
were supplied originally in 1954-55, 
several having been repaired and re- 
turned to service after accidental damage. 
As will be seen from the simplified 
version of the 1959 summer diagram 
for car working a typical circuit for a 
twin unit based on Carlisle, set No. 352, 
began by providing the 5.45 a.m. service 
to Whitehaven with the Craven diesel 
parcels van coupled in multiple unit. 
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The six-car formation used for the 
8.25 a.m. weekday service from Carlisle 
to Whitehaven should be noted especially. 
Saturday traffic on the M. & C. section is 
heavy throughout the day so the use of 
four-car sets then becomes the rule rather 
than the exception. 

Current practice with the diesel parcels 
unit is for it to run coupled with the 
5.45 a.m. and 2.25 p.m. trains to White- 
haven, returning to Carlisle with the 
7.55 a.m. and 6.45 p.m. trains respectively. 


Performance on Gradients 


The performance obtained on the 
steeply graded C.K. & P. section with 
300 b.h.p. available for the twin-car unit 
having a tare weight of about 50 tons, 
and rather less than half laden, is re- 
corded in the separate speed diagram 
on page 132. 
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In exposed places, to maintain the 
maximum speed of 55 m.p.h. allowed on 
the route, even on a slightly favourable 
gradient but against a head wind of about 
25 m.p.h., it is necessary to use full 
throttle continuously, 

Typical vehicle-acceleration obtainable 
through the gears when climbing a ruling 
gradient of about 1 in 300 enables 15 
m.p.h. to be reached from rest in 10 sec., 
25 m.p.h. in 30 sec., 30 m.p.h. in 50 sec., 
45 m.p.h. in 2 min. 30 sec., 50 m.p.h. in 
3 min. 10 sec., and 55 m.p.h. in 4 min. 
10 sec. On the long climb up 1 in 63 
east from Threlkeld 33 m.p.h. can be 
reached and maintained in third gear 
when carrying: some 30 passengers. The 
engines of the power car in which this 
performance was noted had completed 
15,800 and 27,800 miles since last being 
reconditioned. The vehicle had: run 
88,620 miles since shopping and was 
considered to be below average in general 
performance. 


Maintenance 


Maintenance work is carried out at 
Upperby steam-locomotive and carriage 
sheds, south of Carlisle Citadel, to which 
at present nine railcar sets and the parcels 
unit are allocated, and at Workington 
which handles six sets. 

Two tracks in the carriage sheds at 
Upperby, one with specially deepened 
pit, are available for work on the railcars. 
Typical items which require checking 
by the motive power staff on a four-day 
inspection are engine-oil and coolant 
levels, fan belt tensions, security of air 
lines, and draining air reservoirs. Car- 
riage & wagon engineers are responsible 
for body details, lighting, bogies, vacuum 
cylinders and other brake gear, and the 
Smiths 'oil-fired heater units. 

Oil levels in fluid couplings, gearboxes, 
and final-drive units are topped up as 
part of the 1,250-1,500-mile examination 
which also includes the charging of grease 
nipples and checking the correct function- 
ing of starter motors and automatic fire- 
extinguishing equipment. 

At mileages of 3,000, 6,000, 12,000, 
and 36,000 the standard examinations 
become progressively more comprehen- 
sive; details of typical additional work 


Typical reverse curves down to 660-ft. radius between 
Kirkandrews and Canal Junction, Silloth branch 
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carried out as each stage is reached are 
recorded in our March 13, 1959, and Nov- 
ember 20, 1959, issues. Engine cylinder 
heads are changed at 40,000-48,000 miles. 
Comprehensive workshop facilities are 
available at the adjoining Upperby loco- 
motive sheds to enable a certain amount of 
repair work to be carried out. 

Fuel storage capacity totals 14,000 gal. 
at Upperby sheds, Carlisle, this being 
in the form of two 7,000-gal. tanks each 
of which is used in turn for settling while 
supplies are taken from the other. Fuel 
is received in three rail tank wagons 
carrying a total of 12,000-13,000 gal. 

Annual fuel consumption for the whole 
district is 252,500 gal., a weekly average 
of 4,800. The fuel consumed per twin- 
car-set mile is 0.256 gal. 

Three maintenance shifts a day are 
worked at Upperby, the times being on the 
basis of 6 a.m.—2 p.m., 2 p.m.—10 p.m., 
and 10 p.m.—6 a.m. Fitters fully trained 
for diesel maintenance work number only 
three (one to each shift), but three others 
are under training including courses at 
the works of the manufacturers which 
have supplied engines and transmission 


units. There are also three electrical fitters. 

Rate of tyre wear decides the shopping 
frequency; re-profiling is needed at a 
mileage of 80,000. Engine changes are 
made an intervals of 72,000 miles and 
although this work is occasionally car- 
ried out in district sheds it is normal for it 
to be timed to coincide with other heavy 
maintenance at Derby. Gearboxes and 
driving axles are also replaced by recon- 
ditioned units at the same time. 


Steam Shed Converted 


At Workington, five tracks in the old 
steam running shed were allocated for 
railcar maintenance when the diesel 
scheme was first introduced. Pits were 
renovated and subsequently a new con- 
crete roof was constructed. 

A partition wall separates diesel main- 
tenance work from the remaining pertion 
of the steam shed. Improvised fuelling 
arrangements at first, using tanks moun- 
ted on old locomotive tenders, preceded 
the fairly recent permanent installation of 
two 7,000-gal. tanks similar to those at 
Upperby. Deliveries of fuel to Work- 
ington are usually made by one 3,000-gal. 


Diesel train for Carlisle in single terminal platform at Silloth 


rail tank wagon. A fuel-injection equip- 
ment room and a workshop for both 
mechanical and electrical fitters provide 
the additional accommodation required. 
Facilities enable railcar power units to be 
changed if defects arise between visits to 
main shops. 

The chief cause of trouble with rail- 
cars throughout the district has been 
broken striking forks for forward and 
reverse selection in final-drive axles. The 
trouble sometimes persists after a version 
of the fork with stiffening ribs has been 
fitted; a thicker striking fork being ob- 
tained will necessitate other minor axle 
modifications before fitting. | Another 
occasional fault is a burst fluid-coupling 
oil seal. Both troubles might be partly 
attributed to insufficient skill being 
exercised by new drivers during manipu- 
lation of the controls. Hair-line cracks. 
in the cast coolant rails of a limited num- 
bern of engines at first necessitated re- 
placement parts being obtained and fitted. 


Driver Training 


When the diesel railcars first became 
avilable for driver training in the !atter 
part of 1954 a dual link for both diesel 
and steam driving was formed from exis- 
ting staff at Carlisle. This arrangement 
has continued satisfactorily as it al 
flexibility of staff-working while both 
types of motive power are used over the 
same routes. At Workington the:~ 1s 4 
separate diesel link formed by  :2nior 
steam drivers. ; 

Driving staff work an average o! eight 
hr. each day. A typical working day »¢gins. 
by reporting for duty at 10.53 an. at 
Workington, taking a two-car diese! set on 
the M. & C. section to Carlisle 
return run through to Whitehaven. 
is followed by a short run from ¥ 
haven to Workington after which t < 
a compulsory break of 35 mun. 
driver’s working day is comple‘:d 
taking another twin-car set from 
ington to Penrith via Keswick on th: 

& P. section and returning to Workit 
ton, there to sign off at 6.53 p.m. liaving 
completed a mileage of about 160. 
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ELECTRIC RAILWAY TRACTION SECTION 





Differing Electric Traction Systems 


ppHE proven advantages of a.c. traction have led several 
railways with considerable mileages already converted 
n the d.c. system to use the industrial frequency in further 
electrification. The disadvantages of the co-existence of two 
different systems were taken into account. The French National 
Railways, for instance, has large mileages converted at 1,500 V., 
d.c., and 25 kV., a.c. The former consists partly of lines prev- 
iously electrified and inherited on nationalisation in 1938 
from the former railway companies. There are some lines, 
such as the main line from Paris to Lyons, electrified after 
nationalisation but before experience with a.c. electrification 
had enabled its implications to be fully realised. Because 
the lines concerned were heavily trafficked it was logical to use 
the same d.c. voltage when extending electrification, as from 
Lyons to Marseilles. 

A.c. techniques were well advanced when it was decided to 
convert the main line across Northern and Eastern France 
from Valenciennes to Thionville at 25 kV., and extensions to 
this, and new conversions of main lines of the Northern and 
Eastern Regions, are on the same voltage. For the relatively 
lightly trafficked line between Dijon and the Swiss frontiers at 
Vallorbe and Pontarlier, conversion was at 1,500 V. d.c. from 
Dijon (linking up with the existing d.c. lines) to Dole, and at 
25 kV. a.c., over steep gradients, for the rest of the way. The 
Swiss lines with which connection is made are electrified at 
15,000 V., 164% cycles, so that the Dole-Vallorbe/Pontarlier 
section, totalling some 75 route miles, is isolated as regards 
electric motive power. The a.c. system in itself has proved 
satisfactory, but the disadvantages are now apparent of a small 
fleet of locomotives confined to one length of line. As traffic 
demands fluctuate, locomotives can be moved only with 
difficulty and expense from or to the nearest points on other 
a.c. electrified lines, which are many miles away. The S.N.C.F. 
is studying extension of electrification between Marseilles, 
which will shortly become the terminus of the 1,500-V. main 
line from Paris, and the Italian frontier at Ventimiglia, some 
150 miles. Traffic over this section. fluctuates considerably. 
Otherwise it is suitable for a.c. electrification, but the resultant 
isolation of a.c. motive power may result in a decision against 
that form of traction. The same considerations apply to 
conversion at 25 kV., 50 cycles, reported to be under 
consideration in the Western Region beyond Le Mans, to 
which point the main line from Paris was electrified in 1937 
at 1,500 V., d.c. 

In Britain, apart from conductor-rail electrifications of the 
Southern Region and London Midland Regions in the South 
of England and of London Transport lines, and from a few 

‘lated sections in the North, the policy is to adopt a.c. as 
Standard for all new main-line electrification, and London 
suburban lines of the Eastern Region already electrified at 

500 V. are being altered to a.c. 

'n India, main and suburban lines of the Eastern Railway 

ere electrified at 3,000 V. d.c. from Howrah (Calcutta) to 
Bi rdwan, some 90 miles. A.c. traction has been adopted for 

in-line electrification west thereof. If, in due course, it is 

<cided to alter the 3,000 V. lines to a.c., it will be possible to 

dify the d.c, locomotives and transfer them to the 1,500-V. 

5 in the Bombay area. The Netherlands Railways, after 

. results of a.c. electrification on other railways were begin- 

2 to be known, went ahead with completion of its 1,500-V. 

system, as did the Belgian National Railways with its 

0-V. lines. The German Federal Railway, with some thous- 

Ss of miles electrified at 15,000 V., 16% cycles, has not 

ounced any intention of using a higher frequency for 
nsions. 

he building of multi-voltage locomotives and multiple- 

it trains is a.technique on which good progress has been 

ade. Dual-voltage (3,000 and 1,500 V. d.c.) multiple-unit 

ns have been in service for some time between Brussels 

ani Amsterdan? over the Belgian National and Netherlands 

iilways. Such motive power nevertheless would appear to be 


costly, though it will certainly play an increasingly important 
part in international traffic. Many railway managements will 
think very hard before burdening themselves with sections of 
line electrified on differing systems with the consequent lack 
of flexibility in use of motive power. 


Good Progress in India 


i the final year of the Indian Second Five-Year Plan, elec- 

trification on Indian railways is progressing satisfactorily. 
All new work is now being carried out on the 25 kV., 50-cycles 
system, and is proceeding in two phases. In Phase 1, 464 
route-miles and 1,139 track-miles are involved; in Phase 2, 
298 route-miles and 620 track-miles. As this programme is 
concentrated on two railways, the Eastern and South Eastern, 
both already overloaded with new construction, doubling, and 
yard-reconstruction works, the Government of India decided 
to set up a new and separate electrification controlling author- 
ity. It is known as the Railway Electrification Administration 
(R.E.A.) and was established in Calcutta in September, 1957, 
to direct all railway electrification. 

The 110 a.c. electric locomotives ordered in that year are 
now in course of delivery, and a special school at Asansol is 
training 600 footplate and maintenance staff. A new 45-mile 
electric double-line to carry iron ore to one of the new steel- 
works at Bhilai, on the South Eastern Railway, is operating 
as a pilot section for running experience. Moreover a 38-mile 
section of the Eastern Railway main line near Asansol is being 
opened for a.c. electric working, and other sections are expected 
to be electrified by the end of this year. Operating staff are 
being trained on these various sections and all the different 
types of equipment designed by Indian engineers are also 
being tested on them. 

Work on all sections in Phase 1 is well on the way to com- 
pletion. For instance bridge-raising to accommodate over- 
head transmission wiring, tunnel-modification, engine-shed 
and staff quarters erection are almost complete, and over 
31,000 steel masts to support the wiring have been erected. 
These masts are being galvanised at Chittaranjan Locomotive 
Works, and the copper contact wire and cadmium-copper 
catenary wire required are now being manufactured in India. 
In Phase 2, tenders have been invited for the supply and erection 
of overhead equipment now being designed by the R.E.A. The 
Posts & Telegraphs Department is replacing its overhead lines 
with specially-designed aluminium-sheath cables. New rail- 
way cables and terminal equipment are also being designed 
and installed, the latter for use at over 100 stations in Phase 1 
alone. The work is being carried out as far as possible to 
Indian design and with Indian plant and materials. The 
manufacture of a.c. electric locomotives at Chittaranjan is 
even being considered, at any rate in so far as their mechanical 
parts and equipment are concerned. 

In the South, conversion at 25 kV., a.c. is planned of the 
metre-gauge main line of the former South India, now part of 
the Southern Railway, from Madras to Villupuram, nearly 
100 miles. Part of the route, from Madras Beach to Tam- 
baram, 18 miles was electrified in 1931 at 1,500 V. d.c. and over 
it is worked an intensive passenger service of multiple-unit 
trains. The main object of conversion to Villupuram is in- 
crease in capacity of the single line, which is now difficult to 
work because of increase in goods traffic. In Western India, 
extension of electrification is reported to be under considera- 
tion on the Central (former Great Indian Peninsula) Railway 
from Igatpuri, at the top of the ascent of the Ghats from the 
Bombay area, to Bhusaval, some 200 miles. This section is 
heavily trafficked. The Bombay suburban lines and the main 
line to Igatpuri were converted at 1,500 V. d.c. some 30-35 
years ago. The extension presumably would be at 25 kV., 
50 cycles. 

Work on these projects will not start, it is understood, before 
completion of electrification schemes on the Eastern and South 
Eastern Railways in Bengal and Bihar, where progress in 
industrial activity and the increase in railway traffic are greatest. 
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Type “A” A.C. Locomotives for British Railways 


Bo-Bo 3,300-h.p. mixed-traffic design for London 
Midland Region lines electrified at 25/6°6-kV. 





General view of locomotive showing trailing pantograph in operating position 


ELIVERIES are now in progress to 
British Railways of a further batch 
of 10 25-kV. 50-cycles, a.c. electric loco- 
motives by Associated Electrical Industries 
Limited. The mechanical parts, designed 
by A.E.I., have been built by Beyer 
Peacock & Co. Ltd. as sub-contractors. 
With a power rating of 3,300 h.p., the 
fully suspended traction motors, fitted 
with Alsthom type quill drive, and the 
multi-anode mercury arc rectifiers, are 
identical with those fitted in the A.E.I. 
(Rugby) locomotives built at the Birming- 
ham Railway Carriage & Wagon Co. 
Ltd. works. 


High Tension Tap @hanging 

On the A.E.I. (Manchester) locomotives 
variation of the main transformer secon- 
dary voltage is achieved by tap changing 
on the high tension side, which has the 
advantage that relatively small currents 
have to be handled by the tap changer 
circuit. The air blast circuit breaker 
has been designed and manufactured by 
4 .E.I. Limited. 


Leading particulars are as follow:— 


Bo-Bo 
ximum speed ue ena 100 m.p.h. 
ng tractive effor axe wii 48,000 Ib. 
yu ti Full field Weak field 
.. 20,000 Ib. 17,000 Ib. 
63 m.p.h. 73 m.p.h. 
3,320 h.p. 3,310 h.p. 
ee 29-76 
ft. in. 
h over buffer - me 56 
wheelbase jan 10 
30 


el arrangement 


s ratings 


centres 

liameter 
y width 

of height 1 


Suspension of the vehicle body is a 
development of the Metrovick swing link 
suspension system, which is claimed to 
provide good riding characteristics at 
high speed. Aluminium and resin-bonded 
glass fibre mouldings are used extensively 
in the body structure and equipment to 


achieve minimum weight. The serial 
numbers of the 10 locomotives are E3046- 
E3055 inclusive. 


Arrangement of Equipment 


The main transformer is centrally 
located in the power compartment, with 
the rectifiers and rectifier cooling unit 
grouped at one end. At the other end is 
the transformer radiator, smoothing 
choke, and high tension equipment 
frame. This equipment is fully enclosed 
by a surround of resin-bonded glass fibre 
and aluminium panels, leaving a corridor 
at one side for passage between the two 
cabs. The access door from the corridor 
to this enclosure is full interlocked with 
the pantograph lifting gear, ensuring that 
the door is locked when the pantograph 
is raised. 

Adjacent to No. 1 cab bulkhead are 
two traction motor blowers, the air 
brake compressor, and an auxiliary com- 
pressor. This is a battery powered 3 c.f.m. 
machine used to supply air for raising 
the pantograph and closing the circuit 
breaker, should the main supply not be 
available. At the opposite end of the 
compartment are two traction motor 
blowers and the brake exhauster. Aux- 
iliary equipment fitted in the corridor 
includes the battery charging panel, lL.t. 
equipment frame, e.p. brake valve frame, 
pantograph selector, motor cut-out 
switch, and fault lamp panel. The L.t. 
cables in the corridor are enclosed in 
resin-bonded glass fibre ducting. The 
cab bulkheads are lined with navy- 
board insulation on the power com- 
partment side. Underslung below the 
frame, between the bogies, are the 
weak field resistances, air reservoirs, and 
the battery. 

The A.E.I. air blast circuit breaker 
performs the dual function of switching 


the supply current to the locomotive 
and interrupting the supply under fault 
conditions. The interrupting contacts 
of the breaker are mounted in a hori- 
zontal porcelain insulator and when these 
are closed the current flow is through the 
interrupter contacts and the series se- 
quence isolator. 

During an opening operation air 
from the blast valve acts on a piston 
which separates the contacts and the 
air blast between the contacts extin- 
guishes the arc. Air is also fed from the 
blast valve to the operating mechanism 
which opens the sequence isolator after 
the circuit has been broken by the 
interrupter. The storage reservoir incor- 
porated in the breaker contains sufficient 
air for one make-break operation. 


Transformer and Tap Changer 


The main transformer is housed in a 
rectangular vertical aluminium tank, 
which sits in a shallow well inside the 
locomotive and extends up to roof level. 
This enables the h.t. terminal to be moun- 
ted directly on the tank without using a 
lead-in roof insulator. The oil-covled 
transformer is a combination of an auto- 
transformer and a double-winding s‘‘2p- 
down transformer, both built on a partly 
common core. Protection is prov ded 
against an overload on the transformer 
secondary or an earth fault on the 
primary side. ; 

The tap changer unit, together wit! 
two air break switches which carry 
the actual transition from tap to tar 
mounted on the outside of the tank. 

The auto-transformer has a tot of 
38 tappings, one of which is used fcr the 
supply of h.t. when the locomotive 1s 
operating at the alternative supply vol- 
tage of 6:25 kV. Two tappings are used 
for auxiliary purposes; one at 800 V. 
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Commonwealth cast-steel frame used for swing-link bogie 


for train heating and one at 240 V. for 
motor-driven auxiliaries. 

A single pole oil-immersed h.t. change- 
over switch, operated by a flange mounted 
air motor on the tank side, is mounted 
nside the transformer tank, while the 
.ap changer and its associated equipment 
are contained in an oil-filled extension of 
the main tank. The tap changer consists 
of two sliding contacts moving along a 
vertical row of contact studs connected 
to the 38 taps on the auto-transformer. 
The sliding contacts are actuated by a 
chain drive from an electric motor, 
through a Geneva wheel mechanism. 
This enables the operation of the air 
break switches and tap changer to be 
accurately synchronised. 

Cooling of the transformer oil is by 
pump circulation of the oil through a 
roof-mounted Serck radiator, through 
which air is blown at 16,700 c.f.m. by a 
Keith Blackman fan. The oil circulating 
pump has a delivery of 200 g.p.m. Auto- 
matic protection against pump failure 
or low oil level is provided. 


Multi-anode Mercury Arc Rectifiers 


Conversion from a.c. to d.c. is by three 
six-anode air-cooled steel tank mercury 
arc rectifiers. These incorporate special 
anti-spill arrangements and other features 
developed to meet the shock loading 
encountered with rail traction. Each is 
connected in push-pull and the cathodes 
of the three rectifiers are connected to a 
single busbar at earth potential. Inter- 
tank reactors are included in the feed to 
each of the rectifiers to ensure equal 
current distribution, and anode reactors 
are used to ensure equal load sharing 
between individual anodes. Nine anodes 
are in parallel for each half-cycle. 

Rectifier cooling is by a continuously- 
running axial flow fan mounted below 
each tank. Each fan, which has.a delivery 
of 4,000 c.f.m., is driven by a 240-V. 
a.c. induction motor and circulates air 
through the rectifiers and rectifier com- 
partment. Air in the compartment is 
maintained at the correct operating 
temperature by thermostats which control 
a Keith Blackman centrifugal ventilating 


fan and space heaters. The fan, having a 
delivery of 10,000 c.f.m., draws outside 
air through the compartment and dis- 
charges through shuttered louvres in the 
roof. The rectifier load-sharing reactors 
are also cooled by this air stream. 

Before putting on load the rectifiers 
are preheated to the minimum working 
temperature by space heaters and by 
passing low voltage current through the 
rectifiers. Provision is made for the 
isolation of either of the rectifier units, 
and automatic protection is provided if a 
rectifier backfires. 


Traction Motors 


The six pole force ventilation traction 
motors are fully suspended on rubber 
bushed resilient mountings. To improve 
commutation the a.c. ripple is reduced 
by the fitting of non-inductive resistances 
across the field coils, enabling the a.c. 
component to be by-passed. The poles 
are connected by a laminated ring inside 
the main yoke casting to ensure that the 
inter-pole flux and armature current are 
kept in phase. The iron-cored smoothing 
choke through which the motors are fed 
is cooled by a centrifugal fan. The induc- 
tion air to the fan, which is rated at 2,000 
c.f.m., is used to cool the auxiliary 
rectifier. Using class ‘“‘ H ” insulation the 
motors have a continuous rating of 
975 V., 700 A. 847 h.p. and a one-hr. 
rating of 975 V., 760 A., 920 h.p. Field 
weakening is introduced in two stages. 
The motors are connected in parallel 
and any single motor or pair of motors 
can be isolated. 

The drive from the straight spur reduc- 
tion gear to the road wheel is through an 
Alsthom type quill drive. This provides a 
cushioned drive between motor and wheel 
and allows the relative vertical movement 
between the bogie mounted motor and 
the axle. From the reduction gear the 
drive is taken through a hollow shaft to 
a universal link assembly which in turn 
drives the wheel. The use of rubber 
bushed pivots in the link assembly pro- 
vides the cushioned drive and eliminates 
lubrication of the linkage. 

Each motor is force cooled by a 


separate Keith Blackman Tornado cen- 
trifugal blower of 3,000 c.f.m. capacity, 
driven by a 240-V. a.c. motor. These are 
switched on automatically when the 
driver’s control is moved to the forward 
or reverse position. The blowers are 
pedestal mounted and moulded resin 
bonded glass fibre is used for the inlet 
ducting from the bodyside louvres and 
the delivery ducting to the floor. 


Prefabricated Control Desk in Cab 


The cab walls, which have an outer 
skin of aluminium, are timber lined and 
faced on the inside with Formica faced 
aluminium. The moulded cab roof is a 
double skin of resin bonded glass fibre. 
In the centre of the rear bulkhead is an 
access door to the power compartment. 
Full drop lights are fitted in the light- 
alloy cab doors and in the cab side 
screens. Upholstered adjustable seats 
are provided for the driver and second 
man and behind each seat is a full height 
draught screen. The driving screen layout 
of wide outer panels and a smaller centre 
panel provide excellent driving visibility. 
Electric de-misting of the screens is by 
fine wire heating elements enclosed in the 
laminated glass. Trico-Folberth neu- 
matic screen wipers are fitted. 

The cab is well heated by A.E.I. panel 
type heaters installed on the rear bulk- 
head, side walls, and draught screens. 
A cooker for crew meals is recesse“ into 
the rear bulkhead of one cab. Sand 
hoppers, with outside traps for . ling, 
are installed below the quarter lig :ts in 
the cab sides. On the cab rear bulk! cad is 
the hand brake wheel, hand fire °xtin- 
guishers, and warning bell. A fea‘..re of 
the control equipment is that the < ntrol 
desk, fully equipped, is a prefab’ cated 
unit with all connections arrange: in 4 
floor junction box for rapid inst:.\!ation 
and removal. On the left of the + oping 
Formica-faced desk are the a:" an 
vacuum brake controls and on tis right 
the reverser and power controller. The 
gauges, instruments, indicator (amps, 
and light switches are mounted on 4 
sloping detachable strip panel at the 
base of the front screens. Grooved 
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Air blast circuit breaker. Air receiver and control mechanism are mounted below 


hardwood is used for the cab floor. 
The body structure has been made as 
light as possible. The strength required 
for the load carrying is provided by the 
very stiff underframe. Aluminium alloy 
tin. thick is used for the bodyside panels, 
riveted to light alloy rails and pillars. 


Glass Fibre Mouldings 


On the corridor side are two fixed 
windows and on the opposite side three 
louvred air inlets, moulded in resin 
bonded glass fibre. The roof, which is 
detachable in sections for the mainten- 


lulti-anode rectifier, force-draught cooled from base 


ance removal of equipment, is largely 
formed in translucent resin bonded glass 
fibre. At the transformer location the 
body structure is braced to the trans- 
former tank top plate to form a rigid 
structure. Water drainage from _ the 
pantograph roof well is by Alcathene 
pipes secured to the inside of the body. 
The underframe is a welded assembly of 
steel plate and rolled sections. The side 
plates between the bogies are 24 in. deep. 
Standard screw couplings and Oleo 
Pneumatics side buffers are fitted. The deck 
is formed in aluminium and steel plate. 


On each bogie a transverse spring 
plank is resiliently mounted to the bottom 
of the body support struts, and the body 
weight is transmitted from this spring 
plank through four nests of secondary 
coil springs to the bogie frame. No 
weight is carried on the centre pivot, 
which transmits, at axle height, the 
traction and braking forces only. Lateral 
movement is permitted by link anchorage 
of the pivot pin bush. Rubber seatings 
and rubber bush pivot joints are used on 
all suspension members, the system being 
a development of the Metrovic swing 
link suspension. The cast steel bogie 
frame is supported on four primary coil 
springs, each damped by a hydraulic 
damper. At the outer ends the equalis- 
ing beams rest on rubber pads on the 
axle boxes. Timken taper roller bearing 
axle boxes are fitted, one box on each 
axle being located laterally by rubber 
bushed links anchored to the bogie 
frame. Rolled steel tyres are fitted to the 
cast steel wheel centres. Earthing contact 
brushes are fitted at the ends of the axles. 


Brake Equipment 


The Davies & Metcalfe brake equip- 
ment provides for independent air brak- 
ing on the locomotive when running light 
or hauling unfitted stock, and vacuum 
controlled air braking when hauling 
vacuum braked trains. A locomotive 
brake release is fitted to facilitate un- 
coupling, and anti-slip braking to give a 
limited brake application to prevent 
wheel slip is incorporated. Two 14 in. 
dia. brake cylinders are fitted on each 
bogie, mounted transversely at the ends 
and operating through fully compen- 
sated clasp brake rigging. Air for the 
brakes is supplied by one Type VT 46 
Worthington Simpson compressor of 
29 c.f.m. capacity. Vacuum is provided 


Oil-cooled transformer and tap changer 








by a two-speed type T.T. 150 Worthing- 
ton Simpson exhauster. 

Both machines are driven by A.E.I. 
motors, the 110 V. d.c. being supplied 
by a germanium bridge rectifier. Pro- 
vision is made for running the exhauster 
from the battery in neutral sections. To 
reduce weight the air reservoirs and all 
brake piping are in aluminium alloy. 
The handbrake operates on the inner- 
wheels of the adjacent bogie. 

The sub-contractors for these loco- 
motives include the following:— 


Transformer oil pump Pulsometer 


Co. Ltd. 
Serck Radiators Limited 


Engineering 


Transformer oil cooler 
Fans for 
(1) traction motor 
blowers 
ransformer oil 
cooler 
) rectiher compart- 
ment ventilation 
4) smoothing choke fan 
Fans for cooling mercury Airscrew & Jicwood Limi- 
arc rectifier tanks te 
y Nife Batteries Limited 
British Insulated Callen- 
der’s Cables Limited 
J. Stone & Co. (Deptford) 
Ltd. 
Beyer-Peacock 
Limited 
{ English Steel 
Corporation 
English Steel Springs Corp. 
Owen & Dyson Limited 
British Timken Limited 
Oleo Pneumatics Limited 
Silentbloc Limited 


>Keith Blackman Limited 


echanica! parts Gorton 
Castings 
Bogie castings 
Wheels and axles 
A xleboxes 
Buffers 
Qui Drive Links 
Motor Buffers, et« 
Main 


exhauster 


and 

compressor and Worthington Simpson 
Limited (driving motors 
supplied by A.E.I.)  _ 

Brake equipment and air Davies & Metcalfe Limited 
jetail 


details 
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Driving position in cab, showing desk unit which is built as a prefabricated. 
assembly before installation in the locomotive 








Silicon Rectifiers for French Locomotives 


Conversion from mercury-arc excitrons in 
S.N.C.F. prototype dual-frequency design 


A FTER ttrials with silicon rectifiers 
4 first undertaken in November, 
1958, in a motor coach on the Aix-les- 
Bains to La Roche-sur-Foron line of the 
South Eastern Region, French National 
Railways, this type of rectification has 
replaced the original mercury-arc 
excitrons in the prototype dual-frequency 
locomotive No. 30003. The tests and 
conversion were carried out in conjunc- 
tion with the S.N.C.F. by Le Matériel 
Electrique Schneider-Westinghouse, and 
since September, 1959, the locomotive 
has worked heavy express traffic on the 
25-kV., 50-cycle lines in North-Eastern 
France to the same schedules as have 
been maintained by the same builder’s 
** 16000 ”’ class locomotives with mercury- 
arc rectifiers. 

No. 30003 (now numbered 210103) is a 
Bo-Bo with single-motor bogies and 
Brown-Boveri traction equipment for 
operation on 25 kV., 50 cycles, or 15 kV., 
16% cycles, and is one of four dual- 
frequency prototypes built by the Swiss 
Locomotive & Machine Works. This 
locomotive and No. 20104 are both 
single-motor machines with rectifiers, 
while Nos. 20101 and 20102 are each 
equipped with four 50-cycle a.c. motors 
and traction equipment by Oerlikon. 
The two types were described in our issue 
of March 13, 1959. 


Prototype Bo-Bo dual-frequency locomotive designed for operation on 25 «V., 
50 cycles, or 15 kV., 163% cycles 


In the silicon conversion a_ bridge- 
connected rectifier has been retained, but 
each arm of the bridge now contains 16 
elements in series. Each element com- 
prises 14 cells in parallel. Average 
current at the continuous rating is 
2,270 A., as before, but the permissible 


duration of 180 per cent overlead is given 
as 30 sec. instead of 1 min. 

The locomotive weight remaixs at 
82 tonnes. With its rating of 5,000 h.p. 
it is claimed to be at present the = 
powerful locomotive in the worl 
equipped with semi-conductor rectifiers. 
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The late Mr. Francis Zamor, formerly 
Director, Carriage & Wagon Department, 
Ganz & Co., whose death was recorded in our 

ily 22 issue, was born in 1877. The progress 
of Ganz rail vehicles and their high class de- 
sign owe much to his foresight and planning. 
As early as 1922 he was responsible for the 
introduction of integral steel structure coaches 
in Hungary, and for the development of 
Ganz rail cars. He retired in 1945. 


Pty. Ltd., in addition to joining the Boards 
of Martin & King Pty. Ltd., Fruehauf 
Trailers (Australasia) Pty. Ltd., Fowler Road 
Constructions Pty. Ltd., Fowler Asphalt Pty. 
Ltd., and F. N. Bethune Pty. Ltd. 


Mr. F. C. Baeyens, who as recorded in 
our July 8 issue, has been appointed manager 
of O.R.E. (Office de Recherche et des 
Essais) of the International Union of Rail- 
ways, Utrecht, was born at Antwerp in 1908, 
and studied civil and electrical engineering 


Mr. P. J. Hannaberry 


Commissioner, Commonwealth Government;Railways, 
Australia, who has retired 


Mr. P. J. Hannaberry, who, as recorded in 
July 15 issue, recently retired from the 
tion of Commissioner, Commonwealth 
-rnment Railways, Australia, was born 
04 at Shepparton, Victoria, and edu- 
d at Assumption College and Melbourne 
ersity. He joined the Victorian Govern- 

Railways in 1923, and in 1934 he was 
inted Assistant Engineer, Common- 
th Government Railways, Australia. 
ter became Supervising Engineer, and 
ied this position until he was appointed 

Civil Engineer in 1940. Having 

1 in this capacity for eight years, he 
promoted to be Assistant Commissioner, 
subsequently Commissioner. In_ this 
on he was responsible for the complete 
tion from steam to diesel-electric 
on on the Commonwealth Railways 

1, Which is the only completely diesel- 

1ilway system in Australia. Mr. P. J. 
iaberry tras recently joined the board 

lyde Industries Ltd. as Transport 
tor, and will also assume the Deputy 
rmanship of the Clyde Engineering Co. 


at the University of Ghent. He joined the 
Belgian National Railways in 1933, as an 
assistant on the 3,000-volt d.c. Brussels- 
Antwerp electrification scheme. He remained 
in the Electrical Department, and became 
senior engineer in 1944, and Chief Engineer 
in 1953. Until the beginning of this year he 
acted as technical secretary of the Interna- 
tional Railway Congress Association. 


Mr. J. R. Hammond, General Manager, 
Western Region, will be President of the 
Railway Students’ Association for 1960-61. 


Mr. J. McL. Marshall who, as recorded in 
our June 17 issue, has been appointed 
Manager, Integrated Data Processing 
Organisation, Canadian Pacific Railway, was 
educated in Montreal, where he joined 
Canadian Pacific in 1928. His railway career 
has included duties with the Auditor of 
Disbursements, the General Auditor, the 
Auditor of Agencies, the Joint Facility Bureau, 
the Vice-President and the Comptroller. He 
was one of the first group of planners 


recruited to lay the foundation for the new 
programme when the Integrated Data 
Processing system was inaugurated in 1955. 
Five months after his appointment as Super- 
visor of the Materials Research Project, he 
became General Supervisor, Integrated Data 
Processing Research, and was promoted to 
be Assistant Manager, I.D.P. in 1957, and 
Manager, I.D.P. Planning in 1959. 


Mr. A. G. Evershed, Commercial Man- 
ager, London Transport Executive, who, as 


Mr. A. G. Evershed 
Appointed Chief Financial Officer, London 


Transport Executive 


recorded in our July 1 issue, has been ap- 
pointed Chief Financial Officer, was educated 
at Tonbridge School and, before joining the 
staff of the London Passenger Transport 
Board in September, 1946, gained his early 
experience with Messrs. Deloitte, Plender, 
Griffiths & Company, Chartered Accoun- 
tants. Mr. Evershed joined London Trans- 
port in 1946 in the Audit Office and became 
Audit Officer a year later. In 1949 he was 
appointed Economic Efficiency Officer, and 
subsequently became Accounts Officer. His 
appointment to the position of Commercial 
Manager was made in 1955. He is a member 
of the Council of the London Transport 
Benevolent Fund, and also serves on the 
Finance Committee of the Fund. 


Mr. J. C. Gardiner, Assistant Freight 
Traffic Manager, Canadian National Rail- 
ways, who, as recorded in our June 10 issue, 
has been appointed Manager, Freight Sales 
Development Section, joined the company in 
1946 after receiving his Master of Commerce 
degree from the University of Montreal. 





Mr. S. H. Eales 


Appointed Accountant, London 
Transport Executive 


He served as Transport Economist and 
Traffic Research Officer before his appoint- 
ment to Assistant Freight Traffic Manager 
a year ago. 


Mr. E. S. H. Eales, Accounts Officer, 
London Transport Executive, who, as re- 
corded in our July 1 issue, has been ap- 
pointed Accountant, was articled with a firm 
of chartered accountants in South Shields, 
and in 1933 became Accountant & Statis- 
tician to the Nottingham City Transport 
Department. He was appointed Commerical 
Manager of the Department in 1942. He held 
that appointment until 1949, when he joined 
London Transport as Acting Audit Officer. 
He was appointed Audit Officer and an 
Officer of the Executive in 1950. Two years 
later Mr. Eales became Costs Officer, and 
he was made Accounts Officer in 1956. 


B.1.C.E.R.A. ELECTIONS 

The British Internal Combustion Engine 
Research Association has, announced the 
following elections: Z 
President 

The Rt. Hon 
Vice-Presidents 

Sir Harold Rosbee Cox, Rear-Admiral 
W. F. B. Lane, Mr. M. I. Mar, Mr. H. N. 
Pemberton, Brigadier J. T. S. Tutton, 
Professor S. J. Davies.* 
New Members of Council 

Mr. F. Biackith and Mr. S. J. Wood. 


* Newly elected. 


the Viscount Falmouth. 


The late Mr. Harold W. T. Young, whose 
death was recorded in our June 24 issue, was 
District Traffic Superintendent, Chester, 
London Midland Region, British Railways. 
Mr. Young began his railway career as a 
Passenger & Goods Clerk on the former 
L.M.S. Railway at Govilon; South Wales, 
in 1923. After experience in the District 
Traffic Superintendent’s Office, Abergav- 
enny, and in the Control Office, Carnforth/ 
Lancaster, he was appointed District Signal- 
men’s Inspector, Westhouses, in 1933. 
Appointment as Yard Master, Hasland, 
followed in 1936, and as District Inspector, 
Skipton, in 1937. In the following year, he 
was selected to attend the inaugural course at 
the School of Transport, Derby, and was a 
member of the “First Fifty”—a group 
formed by the students attending this course. 
In 1940 Mr. Young was appointed Assistant 
Stationmaster, Heysham Harbour, and Assis- 
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The late Mr. H. W. T. Young 


Formerly Traffic Superintendent, 
Chester, L.M. Region 


tant District Controller, Saltley, Birmingham, 
in 1941. In 1945 he moved to Leeds as Yard- 
master. Three years later he became Assistant 
to the District Operating Manager, Rugby, 
and in 1949 was appointed Assistant District 
Operating Superintendent, Crewe. This 
appointment terminated in 1955, when he 
transferred to Chester as Assistant District 
Traffic Superintendent. He was appointed 
District Operating Superintendent, Crewe, 
in 1957, and returned to Chester as District 
Traffic Superintendent two years later. 


Mr. W. W. Wocd, O.B.E., Area Chief of 
Police, Western Area, British Transport 
Commission, who, as recorded in our June 3 
issue, has retired, began his railway police 
career in 1914 with the former London & 
South Western Railway, and from 1916 to 
1919 he served in the Army. At the outbreak 
of the 1939-45 war he was Superintendent-in- 
Charge of the Southern Railway London 
Goods Division, and later took charge of 
other London Divisions. From 1944 to May, 


Mr. W. W. Wood 


Area Chief of Police, Western Area, B.T.C., 
who has retired 
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Mr. W. Galloway 


Appointed Chief of Police, Western Area, 
British Transport Commission 


1947, he was in charge of Southampton 
Division & Docks, which period covered 
the preparations for D-Day and subsequent 
return of troops. He was appointed Assis- 
tant Chief of Police, Southern Railway, in 
December, 1947, and on_ nationalisation 
became Assistant Chief of Police to the 
Eastern Region and to the London Area. 
Later he was promoted to be Area Chief 
of Police, Western Area, B.T.C., from which 
position he recently retired. Mr. Wood has 
been a member of the St. John Ambulance 
Movement for many years, and is a Serving 
Brother of the Order. In 1955 he was 
awarded the O.B.E., and in 1960 received 
the Queen’s Police Medal. 


Mr. W. Galloway, who, as recorded in our 
June 10 issue, has been appointed Chief of 
Police, Western Area, was educated at 
Hamilton Academy and served four years 
with the Scots Guards. In 1937 he joined 
the L.M.S. Police at Euston and received his 
recruit training with the Birmingham City 
Police, subsequently gaining experience at a 
number of London’‘stations. In 1940 he was 
promoted to the rank of Detective Sergeant 
with the L.M.S. Police Special Branch, and 
from 1941 to 1944 he served as Detective 
Inspector at Belfast, where he was responsible 
for the policing of the railways and doc's in 
Northern Ireland. Later he became Scoitish 
Divisional Special Branch Inspector, G!as- 
gow. On nationalisation, Mr. Galloway 
was promoted to be Superintendeni of 
Police of the Scottish Area, and in 195~ he 
was appointed Assistant Chief of Pc'ice, 
Midland Area, British Transport ©vm- 
mission Police. 


Mr. C. W. Evans, President of the Nat'cnal 
Union of Railwaymen, has retired from. nat 
position. He will be succeeded by Mr. \ . H. 
Rathbone. 


Mr. George Woodcock, Assistant G¢ ral 
Secretary of the Trades Union Con: <ss, 
will become General Secretary, or ‘he 
retirement of Sir Vincent Tewso’. i 
September. 


Rhodesia Railways appointments : Mr. 
H. J. Castle, Chief Mechanical Eng «et, 
is retiring and Mr. H. J. L. Dolan, Ass.~‘ant 
Chief Mechanical Engineer, has beer pro- 
moted to the vacant position. Mr. . 
Simpson, Diesel Officer, is to be Ass:stant 
Chief Mechanical Engineer. 
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NEW EQUIPMENT AND PROCESSES 


Stationary Battery Cells 


*TUNGSTONE stationary batteries for the 

telecommunications and electricity in- 
dustries are now available with a new design 
of high-performance multi-plate Planté cell 
which is claimed to offer large savings in 
‘space and weight compared with conven- 
tional Planté cells intended for charge- 
and discharge cycles. 

The units have microporous separators 
and are fully sealed. They are suitable for 
any duty involving operation on float or 
trickle-charge systems, including switch- 
closing, the starting of diesel engines, and 
standby purposes. For the British market 
the cells are supplied filled and charged. 

The largest capacity available is that of the 
33-plate 25HG33S 2-V. celi illustrated, 
namely, 400 A.-hr. at the 10-hr. discharge 
rate. This weighs only 125 lb. complete. 
Dimensions of the glass box are 144 in. long 
and 7% in. wide; overall height is 15 in., 
including inter-cell connectors. 

Further details may be obtained from 
Tungstone Products Limited, St. Bride’s 
House, 10, Salisbury Square, London, E.C.4. 


Hopper-level Switches 


Dp! \PHRAGM-TYPE hopper - level 
switches will shut off the flow of 
nular or semi-solid material into a hopper, 
ker, or silo, when the level reaches a 
\t predetermined by the mounting 
ton of the switch. 
pe HS 1017/1, intended for open 
ers, consists of an aluminium-alloy 
ng which is mounted on the wall or 
1g floor of the hopper, the inside face 
» sealed by a strong synthetic-rubber 
ragm. When the material in the hopper 
S against this diaphragm its deflection 
ces a spring-loaded plunger, which 
m actuates a standard single-pole 
seover microswitch. The pressure of 
ial against the diaphragm can therefore 
‘ranged to open or close a circuit, for 
or control purposes. The cover of the 
chamber is sealed by a gasket to 
le weatherproof protection, while the 
ragm seals the working parts from any 
r liquid in the hopper. 
’ HS 1Q17/2 is for use in enclosed 
crs where the switch diaphragm may 
ne cases be exposed to pressurisation, 
xample, when light materials are 
‘yed by forced or induced draught. To 


enable the switch to distinguish between the 
pressure of the material, and the abnormal 
air pressure in the hopper the latter is fed 
also to the back of the diaphragm to make 
it self-balancing. For this purpose the 
actuating plunger has a seamless metallic 
bellows seal and the back pressure is fed to 
the diaphragm through a Firth Cleveland 
pressure bulb transmitter mounted in the 
roof of the hopper. The arrangement also 
ensures that the operation is independent of 
variations in the ambient air temperature. 

Further details may be obtained from 
Firth Cleveland Instruments Limited, 
Stornoway House, Cleveland Row, St. 
James’s, London, S.W.1. 


High Speed Presses 
HIGH-SPEED hydraulic presses, 


R-G with 5-, 10-, and 15-ton pressure 
capacities, are of clean design and entirely 
self-contained. They have been designed by 
Rhodes Gill & Co. Ltd. to simplify and 
accelerate such operations as blanking and 
piercing, forming and bending, broaching, 
clipping, marking, and assembly. Maximum 
strokes are 4, 8, and 10in. respectively. 

The whole table area can be used and there 
is a complete absence of projections likely 
to foul the pillars of die sets. The hydraulic 
reservoir, pump, motor, and all pipe work 
and control rods are fully enclosed within a 
strong fabricated-steel frame. On all three 
models, operating pressure and slow ram- 
advance for setting are controlled by a 
regulator mounted close to the pressure 
gauge. Both the ram nose and the table are 
designed to accept most existing tooling. 
Perspex guards allow a clear view of the 
work. 

The 5-ton model illustrated can be supplied 
with the pedestal for floor mounting or 
alternatively as a bench press. Operation is 
by means of a hand-rail which extends 
across the front; this permits working with 
either hand. Foot- -operation is available 
with the pedestal version. An accumulator 
system, claimed to be unique, ensures rapid 
ram approach with instantaneous speed 
reduction and the application of full operating 
pressure immediately the load is applied. 
The double-acting cylinder ensures positive 
ram-return under power. The stroke is 
readily adjustable. 

Both the 10- and 15-ton models operate 
on the jack-prefill system. A robust guide 


checks rotation of the ram. Downward 
stroke is readily adjustable by means of a 
knurled wheel projecting from the side. 
A device can be fitted which limits the 
downward stroke and permits extremely 
accurate inching. T-slotted tables and 
automatic rotary indexing tables can be 
incorporated. 

Further details may be obtained from the 
sole distributor, Dowding & Doll Limited, 
346, Kensington High Street, London, W.14. 


Six-Speed Tape Recorder 


THE Epsylon MR200 magnetic tape recor- 

der is a six-speed multi-track industrial 
unit for research and production control, on 
which may be recorded data such as temper- 
atures, pressures, vibration frequencies and 
amplitudes, and readings from strain gauges 
and other measuring devices all simul- 
taneously on a single tape. The variable 
recording and play-back speeds aid detailed 
analysis of the information. 

It is housed in two 7-ft. high totally 
enclosed cubicles, forced-air cooled. Modu- 
lar construction is used for the electronic 
units, i.e., these are plugged into a nesting 
unit, which allows the recorder to meet a 
wide range of specific requirements. 

Tape width may be }, 4, ? or 1 in. according 
to the number of channels required at 16 to 
an inch. The six standard speeds are 1%, 
3%, 74, 15, 30, and 60 in. per sec. The tape 
deck is built to a unit-construction system and 
has_ self-contained sub-assemblies. Fluid 
couplings between the spools and _ spool- 
motors prevent snatch, ensure the minimum 
variation in tape tension during operation, 
and reduce wow and flutter. The standard 
tape deck is for spools capable of holding 
4,800 ft. of tape. 

Recording heads are available in a range of 
gap sizes, the smallest normally being 80 
micro-in. They are also available made in 
two halves lapped to 11 micro-in. which 
virtually eliminates gap scatter. The head 
assemblies are terminated in a multi-way 
plug for ease of removal. 

Speed selection is by a single control and 
no mechanical coupling changes are neces- 
sary. The capstan is an integral part of a 
heavy flywheel assembly driven directly by a 
split-field servo-motor. 

Further details may be obtained from 
Epsylon Industries Limited, Faggs Road, 
Feltham, Middx. 
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River Esk Viaduct 


Reconstruction necessitated by age and 
the scheduled addition of an Up goods line 


The River Esk viaduct is situated between 
Floriston and Gretna Junction approximately 
64 miles north of Carlisle. It carries the Up 
and Down main-line West Coast route 
between England and Scotland over the 
River Esk. 

The present structure is over 350 yd. in 
length, has 30 flood openings, each of about 
21 ft., seven river spans, each of about 40 ft. 
and mainly comprises longitudinal steel 
girders with a timber floor supported by 
sandstone piers. These are part of the orig- 
inal structure built in 1847 when the Cale- 
donian Line was first opened. The existing 
steel girders were placed when the super- 
structure was reconstructed in 1905. 

The River Esk has a large catchment area 
and after rain is subject in its lower reaches 
to severe flooding, particularly during 
winter months. At the viaduct, its width is 
normally approximately 90 yd. and the tidal 
range of approximately 6 4t. During flood, 
the adjoining land is often covered to a height 
reaching the underside of the longitudinal 
girders. 

The present structure has almost reached 
the end of its useful life and the rapidly- 
deteriorating piers have given intermittent 
trouble during the past few years. During 
the torrential winter rains of 1957-58 serious 
trouble arose in several piers supporting the 
river spans, and for safety it was found neces- 
sary to place a speed restriction on both 
Up and Down lines. 


Slight Settlement 

Despite immediate remedial measures, 
the trouble spread. The cause is considered 
to be slight settlement of the foundations 
coupled with the weathering and ageing of 
the masonry piers, accelerated by the presence 
of sandstone block of inferior quality. Before 
this settkement occurred it had been known 
that the timber floor was decayed and would 
require renewal. From a detailed examin- 
ation of both structure and supporting 
ground, it was evident that complete recon- 
struction was necessary. 

It was decided to reconstruct the river 
spans first, so that the defective piers could 
be removed and the speed restriction lifted. 
This work was completed in August 1959. 

Following the completion of this part of 
the reconstruction, the scheme for the new 


freight marshalling yard at Carlisle King- 
moor was authorised. This scheme requires 
that an Up goods line shall run over the 
viaduct, which will be widened to accom- 
modate it. 

To minimise interference to traffic, the 
viaduct is being widened along its full 
length. This will enable the main lines 
to be slewed as necessary so that work on the 
remaining sections can be carried out clear 
of rail traffic. 

The new structure will comprise 37 spans 
varying from 25 ft. for the land flood spans 
to 30 ft. for the river spans. The foundations 
to the new structure will consist of 19 in. 
dia. reinforced concrete bored piles con- 
structed in bents of 12 and spaced at 4-ft. 
centres. The piles together with in situ 
reinforced concrete capping cills are being 
sited between the existing masonry piers 
and without interference to the structure. 


Reconstructed Section 


The reconstructed section carrying the 
Up and Down lines will comprise reinforced 
concrete well decks supported by longi- 
tudinal steel girders spanning between the 
pile bents. Wherever possible, the existing 
girders will be modified and re-used. 

The widened section carrying the new Up 


Ne eid 
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goods line will consist of inverted precast: 
prestressed ‘“‘ Tee” beams spanning t:2- 
tween the extended pile bents. Jn situ rei.- 
forced concrete will be placed between tiie 
precast beams to make a homogeneous de°k 
for the ballasted track. 

It is expected that the reconstruction ior 
both Up and Down lines will be completed 
by May 1961. 

Except for the construction of the bored 
piles by the Cementation Co. Ltd., and the 
supply of the precast prestressed ‘* Tec” 
beams by Richard Costain Limited, all work 
will be carried out by railway staff. 

All the work is being carried out under the 
direction of Mr. A. N. Butland, Chief Civil 
Engineer, London Midland Region. 








Type ‘‘2”’ Diesels in Scotland 


During April, the first few of the 20 
Type “2”  Birmingham-Sulzer-Crompton 
diesel-electric locomotives previously work- 
ing on the Great Northern Line of the 
Eastern Region, British Railways, were 
transferred to the Scottish Region. This 
move was part of the British Railways 
policy of nationalising the allocation of 
different types of diesel locomotives at 
depots. 

The 20 locomotives which have been 
transferred have augmented other units of 
the same design already in Scotland. 

They were allocated originally to the 
Eastern Region, but in view of the ultimate 
intention to concentrate all locomotives of 
this type and make in the Scottish Region, 
they are being replaced by other Type “2” 
locomotives. 


Work on Suburban Services 


Numbe-s D5300-19, powered by Sulzer 
6LDA28 diesel engines of 1,160 b.h.p., have 
operated many of the suburban services out 
of Kings Cross, introduced in June, 1959, 
with resultant improvements in the speed 
and frequency of the service. Their duties 
have included working of the “* Cambridge 
Buffet Express” between Kings Cross and 
Cambridge via Hitchin, besides local trains 
on the main line to Hitchin and on the 
Hertford branch. 

The last of the batch, No. D5319, was 
delivered to British Railways in March, 
1959, since when the locomotives have each 
been averaging about 700 miles a week. | 

During the period the units have been in 
the London area, they are reported to have 
been well received by driving and maintenance 
staff, particularly as regards the greater cas¢ 
of accessibility made possible by the in-line 
engine. 


Up express near Hatfield, Eastern Region, hauled by diesel-electric locomot':¢ No. 
D5335, built by the Birmingham Railway Carriage & Wagon Co. Ltd. 
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The British Electric Traction Company Limited 


Profit substantially increased. Bus passenger traffic well maintained. Progress of other interests 


The 64th annual general meeting of the 
British Electric Traction Co. Ltd. was held 
on July 21 in London. Mr. H. C. Drayton, 
Chairman of the company, in the course of 
his address, said: 


Accounts 

The Group revenue is £5,836,000, an in- 
crease of £1,221,000. Taxation has to be 
deducted and the proportion of the net 
profit attributable to your company is 
£3,176,000 After paying the preference 
dividend and the preferred stock dividend 
and 40 per cent on the deferred as against 
35 per cent last year, there remains a bal- 
ance retained in the Group of £1,245,000. 


United Kingdom Bus Companies 

Our bus companies in this country had a 
good year in 1959. The summer, as you know, 
was extremely good, and our companies 
made the most of it. Wages and other costs 
remained steady, so that we experienced a 
period of stability in operating costs which 
has not been known for a long time. The 
number of passengers carried by our associ- 
ated companies in 1959 was nearly equal to the 
number carried in 1958, and this was quite 
a remarkable achievement bearing in mind the 
number of new private cars which come on to 
the road every day. 

The period of wage stability in our bus 
industry came to an end early in May of this 
year. A settlement was made with the 
unions, and the cost will exceed that of any 
settlement which our bus industry has 
previously made. We estimate that the 
increases resulting from this settlement will 
cost our companies more than £3 million 
in a full year, taking into account con- 
sequential increases. It is obvious that 
such an increase could not be made without 
an increase in fares, and the companies have 
therefore reluctantly been obliged to make 
immediate application to the Traffic Com- 
missioners for substantial increases in fares. 

Fuel oil plays a big part in the cost of 
running our buses. Today that fuel oil 
has to bear a tax of 2s. 6d. a gallon. The 
curious thing about this is that the same 
fuel oil that is used in our buses may be 
used for a multitude of other purposes 
completely tax free, but as soon as we use 
it, it has to bear what can be described 
as a luxury tax of 200 per cent as if it were 
some precious jewel. Though I would point 
out if it were a precious jewel, it would 
only be subject to purchase tax of 25 per cent. 

Whilst having to pay tax is bad enough, 
he basic cost of fuel oil to my mind is too 
iigh today. There is over-production of oil 
hroughout the world, and one wonders 

hether this high price can continue in- 
lcfinitely as new sources of oil are being 
ound and waiting to be marketed. In 

v view it is our duty to pursue all sources 

our basic raw material, that is fuel oil, 

the interests beih of the public and our 
ckholders, so that we buy it at the cheapest 
sible price. 
. Testriction which, in the light of the 
dern bus with its high efficiency and 
king power, seems to be unnecessary, is 
present speed limit of 30 m.p.h. The 
vers of our vehicles have unequalled 
ords for safe driving, and the vehicles 
mselves have to pass regular inspections 
the Ministry of Transport, and the 
‘repancy between the present 30 m.p.h. 
hich applies, gnd the ordinary motor car 
dr ver with unlimited speed is quite ludicrous. 
oe the year we parted with one of the 
dest of our companies, that was we had to 
close down the Mumbles Railway. I was 


present at the closing ceremony on January 5, 
and drove the last train on this railway, which 
had so faithfully served the public for 155 
years. A modern bus service has been 
substituted. 

During the year, our associated company 
the Midland Red, introduced the first non- 
stop motorway express service. This proved 
a great success, and has been followed by 
further services operated on the motorways 
by the Midland Red and other associated 
companies. 

The need for new modern roads is urgent 
in the interests of public and private trans- 
port alike. However, congestion in towns 
and approaches to towns is a much more 
difficult problem. One school of thought 
advocates that we should drive wide motor- 
ways into the hearts of our cities to enable 
every man to bring his own car into the 
city centre and leave it while the owner goes 
about his business. I have not got any cut 
and dried solution to this problem, but it 
would be instructive to know what is the 
average time each car is used per day. This 
would bring home to car owners the real 
cost of their travelling, taking into account 
depreciation on the car and insurance, and 
might induce them to consider taking advan- 
tage of the many “* Drive-Yourself”*’ organisa- 
tions only when they needed to use a car—or 
even use a bus! This might do something 
towards alleviating what at present looks an 
insoluble problem. 


Overseas Interests 

During the year 1959 Canadian business 
did not pick up, and for our Canadian com- 
pany it proved a disappointing year. The 
results were in fact, only slightly better than 
the previous year, when we just broke even. 
The company purchased three more freight 
companies, and acquired new warehouses and 
modernised or replaced others, so that as and 
when business recovers, we should be in a 
good position to take advantage of such a 
situation. 

In Jamaica the absence of any significant 
increase in costs during 1959, and fewer 
interruptions of labour, resulted in a marked 
improvement in the results of Jamaica 
Omnibus Services for the year following 
the contraction in the profits for 1958. 

The continuing growth of the activities of 
the company has made it possible for its 
services to be operated at the same level of 
fares as applied in 1953, in spite of the con- 
siderable increases in costs—particularly 
in wages—which have occurred in the mean- 
time. 

Our interests in East Africa and in Rho- 
desia, which are operated by the United 
Transport Company of Chepstow, have 
continued to prosper. The results of the 
African Transport Company took an upward 
trend in 1959, although the dividend has not 
been increased, as the Directors thought it 
better to strengthen the financial position of 
the company. 

Rhodesia United Transport showed a 
satisfactory improvement in their profits 
which is reflected in an increase in the 
dividend. The company’s contract provid- 
ing road transport for the Kariba Dam has 
now been nearly completed, and new develop- 
ments are being actively pursued. 


Other Interests 


Our interests in Associated-Rediffusion 
remain the same as for the previous year. 
The company continues to make steady 
progress; and during the year the company 
extended its activities by acquiring a con- 
trolling interest in Wembley Stadium 


Limited. This is diversifying our interests, 
and giving the company a broader base 
although still in the entertainment world. 

In Rediffusion, where we have a large 
interest there was increased revenue, and 
the dividend was increased also. 

In your Company, a fine summer does not 
suit all our undertakings. As I have told 
you, it did benefit our bus companies, but 
it was not so helpful when we turn to the 
laundry business. Nevertheless, our laundry 
and dry-cleaning companies had a satis- 
factory year. Our “ Towelmaster ” service 
continues to increase, and to give you some 
idea of the size—to service the Towelmaster 
cabinets alone, some 15 million yards of 
towelling are required, the cleaning of which 
in itself constitutes a major laundering feat. 

Our faith in Eddison Plant has now 
more than justified itself. Its turnover in- 
creased in 1959 by 25 per cent, and also 
showed a substantial increase in its profits. 
This company claims now to possess the 
largest fleet in the United Kingdom of con- 
tractors’ plant for hire, and properly justifies 
the company’s slogan of “* Eddison Every- 
where.” 

During the year we disposed of the Liver- 
mead House Hotel on what we considered 
to be attractive terms. 


The Future 


When we come to the present year, it 
would appear that our results should be 
satisfactory. Our general investments should 
produce more, and as far as indications show 
our revenue should be larger than the year 
under review. Ido not think you will expect 
me to say more than this, but to conclude, 
may I say that when we meet you next year, 
I do not think you will be disappointed with 
the results. 

The report and accounts were adopted. 








New Trains for Melbourne— 
Sydney Through Service 


The contract for the 34 coaches for the 
forthcoming Melbourne — Sydney through 
night service to be introduced on completion 
of the Melbourne—Wodonga standard-gauge 
link, has been awarded to the Commonwealth 
Engineering Co. Ltd., as recorded on page 
144. 


Each train will consist of air-conditioned 

“ roomette ” and “ twinette ’”’ sleeping cars, 
a restaurant car, a club car, a brake van, 
and a power car. 

Each bed will have a foam-rubber mattress 
and individual reading light. The berths, when 
folded, will provide seating for daytime 
travel. Chilled water will be on tap and a 
venetian blind will be fitted to each window. 

The double-berth “* twinette ’” cabins will 
have their own hot and cold showers, and 
travellers in single-berth “ roomette”’ cars 
can use shower rooms at the end of the cars. 


De Luxe ‘“* Twinette ’’ Accommodation 


In each set, there will be a de luxe “* twin- 
ette”’ sleeping car with a bed sitting-room 
in the centre, and at one end two family 
units each consisting of two “ twinette” 
cabins linked by a connecting door. 

The restaurant car, with stainless-steel 
equipment in the kitchen, will accommodate 
48 passengers in one sitting with three-course 
meals or light refreshments. 

Light refreshments also will be available 
in the club car. This will be divided into 
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three sections by armour-plate glass. Its 
lounge will seat 40. There will be a writing 
table and small portable tables for the con- 
venience of travellers. 


Stainless-Steel Construction 

Shot welding will be used in the con- 
struction. The coaches will be sheathed in the 
first Australian rolled stainless steel manu- 
factured for railway carriages, at the new 
Unanderra (N.S.W.) mill of the Common- 
wealth Steel Company. The steel strips will 
be fluted for strength and rigidity, giving the 
carriages a characteristic appearance. 

Total weight saving by using this steel will 
be 84 tons per train. No painting will be 
necessary. 

A 2-in. thick lining of fibre glass insu- 
lation will afford sound and temperature 
insulation. 

Each sleeping car will weigh 42 tons and 
carry 340 gals. of water. The “ roomette ” 
and “‘twinette”’ cars will each carry 20 
passengers, and the de /uxe “‘ twinette ”’ cars, 
18, a total of 198 passengers. 


Questions in Parliament 


Special Advisory Group on B.T.C. 
Mr. Humphrey Atkins (Merton & Morden 
C.) asked the Minister of Transport on 
July 20 for an assurance that the Stedeford 
Committee was considering the future of 
inland waterways besides that of the railways. 
Mr. Ernest Marples, in a written answer: 
Yes. 


Railway Wages in East Africa 

Mr. J. B. Hynd (Attercliffe, Sheffield— 
Lab.) asked the Secretary of State for the 
Colonies, on July 21, why the railway admin- 
istration in East Africa applied the agree- 
ment on wage claims and conditions of 
service to Tanganyika railway workers only 
and not to Kenya and Uganda. 

Mr. Iain Macleod, in a written answer: 
After prolonged negotiations between the 
East African Railways & Harbours Admin- 
istration and the three territorial railway 
unions, agreement was first reached with the 
Tanganyika Union on April 30. A settle- 
ment on a similar basis has since been 
reached with the Uganda and Kenya Unions 
and is effective from May 9. © 


Parliamentary Notes 


Doric Arch at Euston 

Mr. Woodrow Wyatt (Bosworth—Lab.), on 
July 21, in a question to the Prime Minister, 
raised the matter of the preservation of the 
Doric Arch at Euston, when that terminus 
was re-built. He urged that the arch should 
be re-erected as recommended by the Royal 
Fine Art Commission. In the course of 
replies to this and other questions on 
preservation of works of art, Mr. Macmillan 
said that re-erection of the Euston arch 
would be very costly, and involved the 
question “whether this was a wise expenditure 
of the money and whether it was the best 
solution.” 





Staff and Labour Matters 


Railway Shopmen’s Wage Claim 
At a meeting of the Railway Shopmen’s 
National Council on July 21, the Employees’ 
Side of the council presented a claim for a 
further improvement in the existing rates of 
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pay of workshop staff on British Railways. 
The last increase for railway shopmen was 
pod of 5 per cent, effective from January 11, 
1 q 

The claim seeks to improve the rates of 
pay of railway shopmen to bring their rates 
into reasonable comparability with those of 
other railway staff which benefited from the 
increases granted following the report of the 
Railway Pay Committee of Inquiry. 

The Commission’s representatives under- 
took to examine the claim in the light of the 
arguments advanced by the Employees’ Side, 
and to give a considered reply as soon as 
possible. 


L.T.E. Busmen 


No agreement was reached last week be- 
tween the London Transport Executive and 
union leaders on the Executive’s proposals to 
introduce an incentive scheme for drivers 
and conductors. 
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The scheme was intended to give move 
money to bus crews, thereby making tle 
jobs more attractive. At the present time, tl e 
shortage among such staff is about 5,000. 

It was hoped that the incentive scheme 
would improve productivity, and thereby 
avoid increasing fares, action which wouid 
be necessary if the men were to be given a 
wage increase. The last wage increase for 
L.T.E. busmen was in March, 1960. This 
was followed by an increase in May of this 
year. 


L.T.E. Power Station Staff 


The strike of London Transport power 
station staff ended on July 20, when the men 
at Lots Road, Chelsea, returned to work. 

The men, who were striking for an allow- 
ance to cover dirty working conditions, 
have accepted terms which give them an 
allowance of 10s. a week, with a review of 
rates of pay. 








Contracts and Tenders 


Diesel locomotives for C.I.E.: stock for Melbourne-Sydney through expresses 


Coras Iompair Eireann has placed an 
order with General Motors Overseas Opera- 
tions for 15 950-875 h.p. *“* GL-8 ” type diesel- 
electric locomotives for delivery next 
December and early in 1961. The value of the 
order is approximately $2,000,000 (about 
£715,000). 


The Victorian and New South Wales Gov- 
ernment Railways have jointly placed a 
contract with the Commonwealth Engineer- 
ing Co. Ltd. for 34 stainless-steel ““ roomette ” 
and “ twinette ’’ sleeping cars and other air- 
conditioned rolling stock for the forthcoming 
through standard-gauge service between 
Melbourne and Sydney. 


William Denny & Bros. Ltd. has been 
awarded the contract for the Cook Strait 
railway ferry between the North and South 
Islands of New Zealand. The new ferry will 
cost about £1,800,000 and is expected to be 
delivered in May, 1962. The diesel-electric 
propulsion machinery will be supplied by the 
English Electric Co. Ltd. as sub-contractors 
to the shipbuilders. 


The Swiss Locomotive & Machine Works 
(S.L.M.) has received from the French 
National Railways an order for nine three- 
axle two-frequency single-phase electric loco- 
motives for shunting and transfer duties. The 
electrical equipment for these units has been 
ordered from the S.A. Ateliers 
Sécheron. 


The Victorian Railways has placed a 
contract with Wilfrid Overton Limited, for 
Overton double-acting sliding door gear for 
the 60 new coaches being built by railways. 
This is a repeat contract of the one awarded 
to the company in 1954 and is valued at 
£10,000. 


British Railways, Eastern Region, has 
placed the following contracts :— 

R. Ridd & Son (Contractors) Ltd., 
153, Billet Lane, Hornchurch, Essex: 
cleaning and painting of buildings, struc- 
tures and bridges between Phillip Lane 
bridge No. 1936 and Enfield Town station 
on the Enfield Line, Angel Road Junction 
and Edmonton Junction and Bury Street 
Junction and Cheshunt Junction on the 
Southbury Line 

Arundel Painting Contractors & Co. 
Ltd.: cleaning and painting of bridges 
between Kings Cross and Finsbury Park 


Arundel (Contractors) Limited, 70, 
Harris Street, Bradford, Yorks: cleaning 
and painting of ironwork and steelwork of 
bridges between Dronfield and Brightside 

Shephard, Hill & Co. Ltd.: construc- 
tion of platform extensions at London 
Fields and Cambridge Heath Stations 

Lomount Construction Limited: pro- 
vision and driving of sheet steel piles 
along North Soak Drain, between Crowle 
and Althorpe 

Walter Cowen Limited: access hatches 
in roof in connection with electric lighting 
at Liverpool Street Station. 


The Export Services Branch, Board of 
Trade, has received calls for tenders as 
follow :— 


From South Africa: 

581 reclosing relay combinations com- 
prising reclosing relay and lock-out relay 
for one reclosure and lock-out, with re- 
closure interval adjustable 
Alternatively 

581 as above item, but providing for 
three successive reclosures and lock-out 
Spares: tenderers to submit a separate 
schedule of spares and itemised prices. 
The issuing authority is the Stores Depart- 

ment, South African Railways. Bids in 
sealed envelopes, endorsed ‘‘ Tender ‘Yo. 
C.8323: Relay Combinations,” should be 
addressed to Chairman of the Tender Bozrd, 
P.O. Box 7784, Johannesburg. The closing 
date is August 12, 1960. Local repre:°n- 
tation is essential. The Board of Tr-de 
reference is ESB/18819/60. 


From Egypt: 
1,500 wheels for bogie wagons. 

The issuing authority is the Egyp an 
Republic Railways. Bids should be ser to 
the Purchase & Stores Department, Raily 1ys 
Building, fifth floor over Shoubra Sub ay, 
Shoubra, Cairo. The tender No. is E.R.32: G. 
8/2/1426. The closing date is August 23, 
1960. The Board of Trade referenc: |S 
ESB/19156/60. No further informatio. 1s 
available at the Board of Trade. 


From Pakistan : s 
30 12-in. cylinders combined “D” ‘ype 
horizontal. } 
The issuing authority and address to \. ich 
bids should be sent is the Chief Cont: oller 
of Stores, N.W. Railway, Empress Road, 
Lahore. The tender No. is S-299/PIC 2-59. 
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The closing date is August 23, 1960. Tender 
jocuments may be obtained from this 
iddress at Rs. 5 each plus Rs. 11 towards 
-ost of drawings. The Board of Trade 
reference is ESB/18826/60. No _ further 
nformation is available at the Board of 
Trade. 


5 items of dog spikes and hook bolts. 

The issuing authority and address to which 
bids should be sent is the Chief Controller of 
Stores, E.B. Railway, Pahartali, Chittagong. 
The tender No. is PT/D1/12/60. The 
losing date is August 18, 1960. Tender 
documents can be obtained from the above 
address at a cost of Rs. 10 per set. The 
Board of Trade reference is ESB/18914/60. 
No further information is available at the 
Board of Trade. 


From Greece : 
33 items of steel pipes for locomotives 
in various quantities and sizes. 

The issuing authority and address to which 
bids should be sent is the Hellenic State 
Railways (SEK), 12b, Polytechniou Street, 
Athens. The tender No. is 4621. The 
closing date is August 12, 1960. The Board 
of Trade reference is ESB/19176/60. 


From Portuguese East Africa: 

Construction of the building for the 
signalling section of the Permanent Way 
& Works Department of the Lourenco 
Marques Railways. 

The issuing authority and address to which 
bids should be sent is the Ports, Railways & 
Transport Department, Lourenco Marques. 
The closing date is August 8, 1960. A pro- 
visional deposit of Esc. 38,875 is required. 
The Board of Trade reference is ESB/19135/ 
60. No further information is available at the 
Board of Trade. 


Further details relating to the above 
tenders together with photo-copies of tender 
documents, unless otherwise stated, can be 
obtained from the Branch (Lacon House, 
Theobald’s Road, W.C.1). 








Notes and News 


Effects of Abnormal Weather.—Heating was 

brought into operation in trains of the French 

National Railways last week, because of 

bnormally low temperatures. On British 

Railways lightning put electrical signalling 

of action in several places in the past 

v weeks, also an electric locomotive. On 

y 22 soft hail caused signals to fail near 

‘»bots Ripton, on the East Coast main line 
1e Eastern Region. 


iesel Training for British Railways 
hanics.—Many British Railways diesel 
ianics and engineers, responsible for the 
tenance and servicing of diesel engines 
small locomotives, vehicles, and indus- 
plant, have taken courses at a service 
| run by Perkins Engines Limited at 
borough. The three British Railways 
s shown in the accompanying illustration 
ittending a course. 


‘nm Region Bank Holiday Trains.— 
1g the August bank holiday period the 
rn Region, British Railways, plans to 
296 additional main line and 185 excur- 
trains. Of the additional main-line 

131 are to run on Monday. Many 
strengthen existing services between 
yn and the West Riding, Newcastle-on- 
, Edinburgh, Aberdeen, and principal 

in Fast Anglia. The MHarwich- 

of Holland are being strengthened 
ine extra sailings have been arranged; 
nnection with these 45 extra trains are 
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to run. Advertised restaurant car facilities 
generally will be maintained in services in 
which they are normally available. Addi- 
tional sleeping cars will be provided in nor- 
mal and relief services during the holiday 
period. Demands for seat reservations and 
sleeping accommodation have been 
heavy. ‘ 


Railway Units of Indian Army Commemor- 
ated in R.M.A. Museum.—Five units of the 
former Auxiliary Force (India) are commem- 
orated by carved, coloured wooden plaques 
in the Indian Army Memorial Room of the 
Royal Military Academy, Sandhurst, mus- 
eum. The units are the East Indian and Great 
Indian Peninsula Railway Regiment and the 
Bengal Nagpur, Eastern Bengal and South 
Indian Railway Battalions. 


More Foreign Visitors to the United Kingdom. 
—The British Travel & Holidays Association 
reports that overseas visitors to Britain in 
May totalled more than 153,600, which is 
an increase of 23 per cent on the same month 
last year. There were 46,800 visitors from 
the United States during the month, a rise 
of 27 per cent on the same month last year. 
European visitors totalled 58,700—21 per 
cent more than in May, 1959. 


Trespassing on Railways by Children.—Three 
boys were killed on July 23 near Stockport, 
London Midland Region, British Railways, 
when a cave, which they were digging in the 
embankment, collapsed. As a result of this 
and of the large amount of trespassing by 
children on railways in the Manchester and 
Stockport area, it is proposed to organise a 
parents’ vigilante committee. Two boys were 
struck by a diesel train and killed on July 23 
on a bridge at Alloa, Scottish Region. 


New Notting Hill Gate Station.—The London 
Transport Executive has announced that the 
last pair of escalators to be installed at the 
new Notting Hill Gate Underground Station 
will be brought into use on July 31. They 
will serve the eastbound Central Line plat- 
form, 100 ft. below ground. Two other 
flights of escalators are already serving 
westbound Central trains, and the new below- 
street booking hall which links the Circle 
and Central lines under one roof. 

The new joint station, which has cost 
£1,000,000 will be completed in about 
two months’ time when workmen will have 


finished retiling the 60-year-old Central Line 
platforms to match the rest of the station, 
and putting up the balustrades for the four 
pavement entrances. 


Vickers Limited Interim Dividends.— Vickers. 
Limited have declared the following interim 
dividends in respect of the year 1960: 24 
per cent actual, less income tax, on the 
preferred 5 per cent stock; 24 per cent 
actual, less income tax, on the 5 per cent 
preference stock; £2 5s. 74d. net per £100 
stock on the cumulative preference stock, has 
been arrived at. By reason of Double Tax- 
ation Relief the net United Kingdom rate of 
- ean to the above dividends is 
s. 5d. 


Western Welsh Omnibus Co. Ltd. Report.— 
Mr. J. S. Wills, Chairman of Western Welsh 
Omnibus Co. Ltd., states that the congestion 
caused by increased private transport has 
seriously impaired the efficiency of public 
service vehicles, and receipts have been 
affected by loss of passengers resulting from 
the widespread use of private vehicles. Loss 
of revenue has also resulted from illegal 
competition by “ pirate’’ operators, and 
from the speed restriction imposed outside 
built-up areas. Receipts from excursions and 
contract carriages have increased. 


Allied Ironfounders Limited Trading Profit.— 
Mr. G. S. Steven, Chairman & Joint Manag- 
ing Director of Allied Ironfounders Limited, 
states that the trading profit this year amounts 
to £3,005,081, an increase of £834,948 
over last year’s figure of £2,170,133. The 
upward movement of profits reflects increased 
activity in all the sections of the Group’s 
business. Last year’s loss in Australia of 
£271,629 has now been eliminated. The 
Directors recommend that a final Ordinary 
Dividend of 124 per cent should be paid, 
making 20 per cent for the year, which, with 
the Preference Dividend, would absorb 
£639,943. 


Open Day at Eastleigh Works.—On the 
annual open day at Eastleigh Carriage & 
Wagon Works and Eastleigh Locomotive 
Works to be held on Wednesday, August 3, 
from 1.30 p.m. to 4.30 p.m., visitors to the 
Locomotive Works will be shown steam 
locomotives being overhauled, and also some 
of the latest electric locomotives. In the 
Carriage and Wagon Works the new trains 


British Railways fitters at Perkins Group diesel service school 
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being built for the second phase of the Kent 
Coast Electrification Scheme will be dis- 
played. Admission to each works, 6d. for 
adults and 3d. for children, is in aid of the 
Southern Railwaymen’s Home for Children 
and the Home for Old People at Woking. 
Cheap excursion and combined rail-admission 
are being issued. 


The Indian Railway Strike.—The widespread 
strike which seriously disrupted Indian 
railway communications was finally settled 
on July 18. 


Stream-Line Filters Limited Telephone 
Number.—The new telephone number of 
Stream-Line Filters Limited, is Normandy 
(Surrey) 3311-2 and-3. 


International Machine Tool Exhibition.— 
Attendance at the International Machine 
Tool Exhibition, held at Olympia, London, 
June 24—July 8, reached a total of 105,030. 
Of this figure, 10,000 were visitors from over- 
seas representing 79 countries. 


New Acquisition by Castrol Group.—Metal 
Cleaning Limited is the new name given to 
the recently acquired subsidiary of the Cas- 
trol Group. The previous title of De- 
Corrosion Services (Norwest) Limited has 
been discontinued. 


Stranraer-Larne Sailings Resumed.—The sail- 
ings between Stranraer and Larne were 
resumed on July 19. The Hampton Ferry 
sailed from Stranraer to Larne at 4 p.m. 
The Princess Margaret sailéd from Stranraer 
to Larne at 3 p.m. and Larne to Stranraer 
at 6.50 p.m. From July 20 normal scheduled 
services were restored. 


Wickman Limited Report.—The annual re- 
port of Wickman Limited, controlled by 
John Brown & Co. Ltd., shows a group net 
profit for the year to March 31, 1960, of 
£515,877 (£370,513), after tax £510,194 
(£394,873). £449,543 (£326,733), is attribu- 
table to the holding company and £129,000 
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(£91,000), to fixed assets replacement reserve 
by the holding company. Preference dividend 
is £17,150 net (£16,449), Ordinary 10 per cent, 
tax free £210,000 (8 per cent £168,000). 
Additions to capital reserves arising on 
purchase of shares in subsidiaries, being in 
excess of book value of net assets over the 
purchase price £79,037. 


Passenger Increase on the St. Pancras- 
Bedford Diesel Service.—The London Mid- 
land Region has announced a _ passenger 
increase of nearly 20 per cent on the St. 
Pancras-Bedford diesel service after a review 
of six months’ operation. 


Kings Cross-Moorgate Sunday Service.— 
Train services on London Transport’s Circle 
and Metropolitan lines, which have been sus- 
pended between Kings Cross and Moorgate 
on Sundays for the last four months during 
the replacement of the “ Grid-Iron ” bridge 
at Ray Street by a reinforced concrete raft, 
resumed normal working from July 24. 


London Conference on Quality Control.— 
An international conference on the control of 
quality in manufactures is to be held at 
Church House, London, S.W.1, on Septem- 
ber 1-3, under the auspices of the European 
Organisation for Quality Control. It will be 
opened by Mr. Frederick Erroll, Minister of 
State, Board of Trade, supported by Sir 
Bertram Waring, Chairman & Managing 
Director of Joseph Lucas, Limited, and Dep- 
uty Chairman of the British Productivity 
Council. Eleven papers are to be presented 
by delegates from Britain, the U-S.A., 
Germany, Holland, France, Belgium, and 
Italy. Other countries sending delegates 
include Canada, Denmark, Czechoslovakia, 
Finland, India, Spain, Sweden and Switzer- 
land. Further details may be obtained from 
the British Productivity Council, 21 Tothill 
Street, London, S.W.1. 


Driver Trapped Between Underground Train 
and Tunnel Wall.—The driver of a City- 








Progressive Publicity in the Southern Region 
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The timetable stands at Waterloo Station, Southern Region, adapted to include 
the display of “‘hard sales’’ posters. 
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bound Northern Line Underground trai 
was trapped between his cab and the tunne| 
wall at Archway Station, London Transpo:t 
Executive, on July 22. He had left his ca> 
and stepped on to the platform when the 
train started to roll forward into the tunne), 
In trying to get back into his cab, he was 
dragged into the tunnel. He received shoulder 
injuries and was cut by glass from a window 
he broke in an effort to free himself. A 
passenger in the leading coach was also 
cut by the glass. 


London Midland Region Diesel Services.— 
The steam services on the line to and from 
Moorgate, will shortly be hauled by diesel 
locomotives, the first of which has just been 
delivered. These locomotives are specially 
equipped to work over the London Transport 
lines to Moorgate. 


British Automatic Co. Ltd. Profits.—The 
British Automatic Co. Ltd. (Lockhart Smith 
Group) shows group net profits year to March 
31, 1960, of £24,640 (£24,534 for 15 months) 
after tax £12,000 (£12,461). The capital 
reserve at March 31, 1959, was £8,051. 
Final accounts show a balance of £11,843 at 
March 31, 1960. 


Dowty Group Dividend Increase.—Earnings 
of the Dowty Group increased from 
£2,167,000 in 1958-59 to £3,037,000 last 
year. The directors propose accordingly to 
raise the final dividend to 54 per cent, tax 
free, on the capital as increased by the 
present two for three capitalisation issue. 
This makes a total payment equivalent to a 
little over 15 per cent tax free for the year on 
the old capital, compared with a total of 
114 per cent for the previous year. 


A. A. Jones & Shipman Limited, Two-Year 
Warranty of Customer Service.—Customers in 
Britain of Jones-Shipman precision grinders 
installed after March 31, 1960, are offered a 
two-years, free-service warranty which in- 
cludes the free replacement of defective parts 
manufactured by A. A. Jones & Shipman 
Limited, Leicester. Jones-Shipman internal 
grinding spindles are excluded from the 
warranty as they are already covered by a 
special replacement scheme. 


Head, Wrightson & Co. Ltd. Progress.— 
In his report to the annual general meeting 
of Head, Wrightson & Co. Ltd., Sir John 
Wrightson, chairman, stated that in the year 
to January 31, 1960, there had been a lack of 
new heavy engineering orders, but that the 
considerable tonnage of plant and equipment 
executed for India under the Durgapur Sicel 
Works contract had offset adverse effects. 
During the year the Research & Develop- 
ment Department had been formed into a 
division of the parent company. Head, 
Wrightson Teesdale Limited, the He2d, 
Wrightson Machine Co. Ltd., and Heed, 
Wrightson Stockton Forge Limited ad 
received substantial orders during the 1st 
six months. Recent extensions made to 
various works enabled the company to par- 
ticipate in the major extension to British : 2el 
making capacity. 


R.S.A. Annual Convention in Germany.— he 
annual convention of the Railway Stud:n‘s 
Association will be held in Western Germany 
from September 25 to October 2. Depat:ure 
from London will be by the Harwich-Hook 
night service on September 25. Next day the 
party will travel to Wuppertal to inspect the 
Barmen-Elberfeld Railway before procee«ing 
to Hanover on September 27. There will be 4 


‘morning meeting to hear and discuss a paper 


by an officer of the German Federal Railway 
on development of passenger and goods 
traffic and services during the past 15 years. 
This will be followed by an official luncheon. 
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the afternoon members will inspect the 
‘Veidenamm mechanised goods depot, where 
»monstrations will be given of palletisation 
ad of a rail/road wagon transporter 
trassenroller). A social evening will be a 
eature of the day, with a display of films. 
’n September 28 an all-day visit will be 
,ade to Brunswick to see the new passenger 
station, the mechanised marshalling yard at 
Bremen and the port installations. The 
Ikswagen works will be visited on 
: September 30, and an official dinner will be 
held in the evening. There will be a rail and 
motorcoach excursion to the Harz Mountains 
on October 1. The party will leave Hanover 
on October 2 for London by the Hook- 
Harwich day service. 


Change of Address.—Engineering Diamonds 
Limited has moved to larger premises at 
Bodmin Road, Wyken, Coventry, telephone 
Walsgrave 3155. 


Sailing Tickets Required for Holyhead- 
Dun Laoghaire Service.—The London Mid- 
land Region has announced that only pas- 
sengers with sailing tickets can be accommo- 
dated on the Holyhead-Dun Laoghaire 
sailings, until August 1 inclusive and on 
the service from Dun Laoghaire to Holyhead 
from July 29 until August 9 inclusive. 


Graduates Wanted by C.LE.—C.LE. will 
hold an open competitive examination at 
two levels for male Clerical Officers next 
September. Level “ A,” will be for uni- 
versity graduates already qualified or sitting 
for their degree examination this Autumn. 
For the second level, “‘ B,”’ the standard will 
be that of the Secondary Schools Leaving 
Certificate. The age group for the “B” 
level examination is 17-21 years of age on 
August 31, 1960, and for “‘A” level the 
candidates must be under 24 years on the 
same date, but certain specified service in the 
Defence Forces is taken into account. 


Change of Address.—The Birmingham office 
of Allen West & Co. Ltd. has been trans- 
ferred from 117, Dale End to larger premises 
at Pearl Assurance House, Temple Row, 
Birmingham, 2, telephone Birmingham Cen- 
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Pullman car converted as camping coach at Heacham, Norfolk, Eastern Region (see 
our May 27 issue) 


tral 7831. The address of Stores is unaltered 
at 10, Barwick Street, Birmingham, 3. 


Camping Coaches Well Patronised.—British 
Railways camping coaches including those 
converted from Pullman cars and described 
briefly in our May 27 issue, are reported to 
be fully booked this season. The six-berth 
Pullman camping coaches are available for 
the first time this year. The apartments 
include interior sprung mattresses on the beds. 
Three are located in the Southern Region at 
Corfe Castle, Wool, and Sandling. Lighting, 
heating and cooking are by electricity. In 
the Eastern Region one is located at Hea- 
cham as shown in the accompanying illus- 
sration. In the Scottish Region there is a Pull- 
man camping coach at Morar, Invernessshire. 


Change of Address.—High Duty Alloys Lim- 
ited has transferred its Birmingham Sales 
Office from Queen’s College Chambers, 
Paradise Street, to 369, City Road, Edg- 
baston, Birmingham, 16, tel. Bcarwood 
2344-5. All Forging Division Sales matters 
will be dealt with at Redditch, as at 
present. 


R.C.T.S. ** Greyhound ”’ Tour.—The Railway 
Correspondence & Travel Society has 
planned a “‘ Greyhound ”’ tour on August 14 
to obtain fast runs behind * T9”’ an@ * L” 
class 4-4-0 locomotives of the Southern 
Region as scrapping of both classes is 
imminent, and use of four-coupled loco- 
motives is becoming rare on main-line trains. 
The opportunity is being given to traverse 








Diesel Traction in the Canadian Rockies 


Canadian National Railways transcontinental express in the Athabasca Valley, hauled by Canadian Locomotive 


Company diesel-electric locomotives 
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the wartime Yeovil connection, and also the 
line from West Moors via Fordingbridge to 
Salisbury. A further special train has been 
arranged on the Weymouth-Portland-Easton 
branch, which is closed to passengers. The 
‘““ Greyhound” special train, including a 
buffet car, will leave Waterloo at 10 a.m. 
and run non-stop to Salisbury. The route 
thence is via Yeovil Junction and Yeovil Pen 
Mill. to Weymouth. The return to London is 
via Dorchester South, Wareham, Broadstone 
Junction, West Moors, Fordingbridge, and 
Salisbury. Fares are: Waterloo-Weymouth 
50s.; Salisbury-Weymouth 23s. 6d.; Portland 
branch 4s. extra. Applications for tickets 
should be accompanied by stamped addressed 
foolscap envelope and sent to Mr. J. Miller, 
64 Hollington Crescent, New Malden, 
surrey 


Wickman Limited Results.—The group profit 
of Wickman Limited for the year ended 
March 31, 1960 was £515,877, against 
£370,513 for the previous year. Dividends 
(less tax) amounting to £17,150 (£16,449) 
already have been paid on 700,000 4 per cent 
cumulative redeemable £1 shares. It is 
proposed to devote £210,000 (£168,000) to 
payment of dividend on 2,100,000 £1 ordin- 
ary shares at 10 per cent tax free. 


U.S.A. Travel Grant for British Transport 
Docks Employee.—A crane driver at Hull 
Docks, British Transport Docks, Mr. 
Douglas Haig Dibnah, aged 41, has been 
awarded a travel grant to the U.S.A. for 
eight weeks by the Ford Foundation and the 
English-Speaking Union. The grant is made 
under a travel grant scheme for trade 
unionists aged 25-45 who have been active 
in their unions and are likely to influence 
opinion in this country and in America. 


Symposium on Machine Tool Control Systems. 

The Institution of Production Engineers 
will hold a symposium on machine tool con- 
trol systems on August 24-28 at the College 
of Aeronautics, Cranfield, Beds. Mr. G. 
Ronald Pryor, President of the Institution, 
will open the symposium on the evening of 
August 24 when two papers will be presented 
on the subjects of design and overall control. 
Papers to be read on the second day will deal 
with automatic sizing and positioning, and 
on the third day, applications of control 
ystems to jobbing, batch, and quantity 
production. The economits of cutting pro- 
cesses and the design of machine tools will be 
subjects for the fourth day. All papers 
vill be followed by open discussion, and 
there will be demonstrations, exhibitions, 
and films on the latest equipment. The fee 
; £12 12s., including accommodation at the 
college and meals. 


British Standard for Rotating Electrical 
Machines on Road and Rail vehicles.—A new 
edition of British Standard publication, 
Rotating electrical machines for use on road 
and rail vehicles, B.S.173: 1960, reflects 
progress in the electrical industry during the 
past 19 years. It covers the electrical per- 
formance of rotating machines forming part 
of the equipment of electrically-propelled 
rail and road vehicles including those in use 
in mines, whether powered from an external 
supply or from an internal source. Account 
has been taken of the following publications 
of the International Electrotechnical Com- 
mission: No. 48 (1955) Rules for electric 
traction motors; No. 101 (1958) Rules for 
auxiliary machines on motor vehicles; 
No. 102 (1958) Rules for the electric trans- 
mission of vehicles with diesel engines. 
The standard does not relate to electric 
motors for battery-operated delivery and 
similar industrial trucks; these continue to 
be dealt with in B.S.1727. Copies, price 10s., 
may be obtained from the British Standards 
Institution, 2, Park Street, London, W.1. 


THE RAILWAY GAZETTE 


Britain’s Railway Queen in Southern Region. 
—Miss Hazel Dobinson, of Darlington, 
Britain’s Railway Queen for 1959-60, will 
travel on August 2 from Darlington to 
Eastleigh, Southern Region, where she will 
be met by the Eastleigh Locomotive and 
Carriage & Wagon Works Committee of the 
Southern Railway Servants’ Orphange and 
Homes for Old People, Woking. She will 
be their guest that evening. On August 3 
she will pay an official visit to Southampton 
Docks and, by courtesy of the Cunard Steam- 
ship Co. Ltd., be conducted over ss. Queen 
Elizabeth. After luncheon with officers of 
the Southern Region at the docks, Miss 
Dobinson will return to Eastleigh. In the 
afternoon, in full regalia, she will tour 
Eastleigh Works on its Open Day, when the 
public is admitted. She will be escorted by 
officers and staff of the Southern Region 
and by civic dignitaries of surrounding 
communities. On August 3 she will visit 
Prestatyn in North Wales. 


Through Day Tickets from L.T.E. Stations 
to Coast.—Excursion tickets are now issued 
from 140 L.T.E. Underground stations to 
the Kent coast resorts of Birchington, West- 
gate, Margate, Broadstairs, Dumpton Park 
and Ramsgate. On July 31 and August 1 
through tickets can also be booked to 
Bognor, Littlehampton, Eastbourne, Bexhill, 
St. Leonards and Hastings. 


Increased Engineering Output.—Production 
in the engineering and electrical goods 
industries im May is reported to have been 
10 per cent more than for the same month of 
last year, according to estimates published 
by the Board of Trade. The Board points 
out that allowing for the Whitsun holiday, 
which fell in May last year, the figure is 
substantially less than the increase of 13 per 
cent in the first four months of 1960 — partly 
because engineering output was expanding 
vigorously in the second quarter of last year. 
The Board also states that new orders for 
engineering and electrical goods continued 
to flow in at a high rate in May. Orders on 
hand, mainly for capital goods, increased 
still further. 


Jonas Woodhead & Sons Ltd.—Mr. Michael 
Moore, Chairman, Jonas Woodhead & Sons 
Ltd., reports in his circulated statement that 
the consolidated profit and loss account 
shows a profit for the half year ended 
March 31, 1960, of £135,686 (before taxation). 
The highest figure attained for this period in 
the history of the company. It compares 
with £133,220 and £124,403 respectively in the 
the full years ended September 30, 1959, 
and September 30, 1958. This achievement 
stems from two main factors. The first was 
a record turnover on the vehicle suspension 
side of the business. The second was the 
cumulative effect of improved production 
methods and of economies instituted in the 
past two years. 


Signals Disrupted by Thunderstorm.—Peak- 
hour Traffic was delayed on July 12 at 
Waterloo, Southern Region, when a freak 
electrical storm put signal boxes out of 
action at Feltham Junction, Brentford, 
Hounslow Junction, Whitton Junction, 
Twickenham West and Strawberry Hill. 








OFFICIAL NOTICES 


MPERIAL COLLEGE : Bursaries available for one 
year course in Electric Traction from October, 1960. 
Candidates should preferably hold Honours degree 
in Electrical Engineering or qualifications of equivalent 
standard and have intention and possibility of working 
in the British transport or associated manufacturing 
industries. Value £400 with higher rates for industrial 
experience. Applications, by letter, as soon as possible, 
and not later than August 31, to Registrar, Imperial 
College, London, S.W.7, from whom further details 
may be obtained. 


July 29, 196( 


Railway Stock Marke: 


With international affairs and the reac’ iom 
on Wall Street dominating sentiment, buy ing: 
interest in stock markets was on a small scale, 
Surprisingly, perhaps, there was little sel!ing,. 
also, and movements in markets were mostly 
small and without special significance. :t is. 
generally assumed that the trend in sl:are 
prices is likely to remain uncertain over the 
next few months, depending on the export 
trade figures, the importance of which has. 
been stressed by the Prime Minister’s recent 
speech to industrialists, emphasising the need. 
to redouble efforts to secure orders in over- 
seas markets. 

In foreign rails, the main feature was 
continued demand for Costa Rica ordinary 
stock, which, compared with a week ago, has. 
risen further from 41 to 424; the first deben- 
tures kept their recent rise to 924 and the 
second debentures remained at 1114. 

Antofagasta ordinary stock eased from 
134 to 13, the preference stock from 31} to 
314, while the perpetual debentures were: 
marked back from 49 to 464. Chilean 
Northern debentures kept at the lower price 
of 574 recorded a week ago. Elsewhere, 
Mexican Central bearer debentures strength- 
ened from 594 to 60. Paraguay Central 
prior debentures at 174 were the same as. 
a week ago, but Guayaquil & Quito assented 
bonds lost a point at 694 xd. 

Sao Paulo Railway 3s. units remained at 
ls. 14d. and United of Havana second 
income stock at 6. Brazil Railway bonds 
were also quoted at 6, while in other direc- 
tions, International Railways of Central 
America remained at $23 and the preferred 
at $109. 

Reflecting Wall Street, Canadian Pacifics 
eased from $434 to $423, though the 4 per 
cent preference stock firmed up from 554 
to 56 and the 4 per cent debentures remained. 
at 61. White Pass shares were again $11. 

Nyasaland Railways shares kept at the 
lower level of 9s. 6d., recorded a week ago, 
while the 34 per cent debentures rallied from 
454 to 464. 

Midland of Western Australia Railway 
ordinary stock was again quoted at 64 and 
the income debentures at 274. West of 
India Portuguese marked 1114, and Barsi 
Light Railway stock again was quoted at 18. 

Among shares of locomotive builders, 
engineers and kindred companies, G. D- 
Peters were again quoted at 16s. 3d. while 
Beyer Peacock remained at 7s. 14d., but there 
was a reaction from ‘39s. 3d. to 38s. 14d. 
in Birmingham Wagon. North British oco~ 
motive, too, eased and were 7s. 6d. com- 
pared with 8s. 3d. 

Moreover, reflecting the easier trend 
evident in markets generally, Gloucester 
Carriage & Wagon 10s. shares reactes from. 
13s. 44d. to 13s. and Wagon Repairs 5s 
shares further receded from 13s. 6d. to i 2s. 9d. 
Westinghouse Brake lost a few pence at 
45s. 9d. ; 

Alfred Herbert were firm at 58s., /squitlr 
5s. shares 12s. 74d. and Craven B's. 
shares 7s. Ransome & Marles 5s. shares 
remained active, but came back from 
27s. 9d. to 26s. 9d. Pollard Bea: ig 4 
shares were slightly higher on bal..ace at 
42s. 3d. 

Dowty Group 10s. shares firmed up 
to 36s. but Pressed Steel 5s. shares were 
29s. 6d., compared with 30s. 3d. 0 week 
ago. Tube Investments were 79s. _ and 
British Oxygen at 99s. 6d. were ma tained 
on balance. } 

General Electric at 35s. 3d. movec' slightly 
higher, helped by the maintained 10 er 
dividend. Associated Electrical e*sed & 
few pence at 50s. 6d., as did English rlectric 
at 37s. 104d. while Crompton Park’nson 5s- 
shares were 13s. 44d. Ruston & (0 
reacted to 26s. 
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